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FOREWORD 


The following materials have been printed for the use of the Joint 
Committee on Wediinaten Metropolitan Problems, in considering the 
identical bills S. 3193 and H.R. 11135, the National Capital Trans- 
portation Act of 1960, referred to it by the Committees on the District 
of Columbia of the Senate and the House, respectively, in accordance 
with Senate Concurrent Resolution 101. 
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I. TEXT OF SENATE CONCURRENT RESOLUTION 101 
[S. Con. Res. 101, 86th Cong., 2d Sess.] 


Resolved by the Senate (the House of Representatives concurring) , 
That the Joint Committee on Washington Metropolitan Problems, 
created by House Concurrent Resolution 172, agreed to August 29, 
1957, is hereby authorized to hold public hearings on the bills S. 3193 
and H.R. 11135, and to furnish transcripts of such hearings, and 
make such recommendations as it sees fit, to the Committees on the 
District of Columbia of the Senate and House of Representatives, 
respectively. 
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Il. NATIONAL CAPITAL TRANSPORTATION ACT OF 1960 


Lerrer or TRANSMITTAL 


EXercuTIve OFFICE OF THE PRESIDENT, 
Bureau OF THE Bunce, 
Washington, D.C., March 10, 1960. 
Hon. Ricuarp M. Nrxon, 
President of the Senate, 
Washington, D.C. 


My Dear Mr: Preswent: There is forwarded herewith a draft of 
legislation to aid in the development of a unified and integrated 
system of transportation for the National Capital region; to create 
a temporary National Capital Transportation Agency; to authorize 
creation of a National Capital Transportation Corporation ; to author- 
ize negotiation to create an interstate transportation agency ; and for 
other purposes, together with a section-by-section analysis thereof. 

The report of the National Capital Planning Commission and the 
National Capital Regional Planning Council, “Transportation Plan— 
National Capital Region,” authorized by Congress in 1955 and com- 
pleted in July 1959, concluded that a coordinated transportation a 
tem of rail transit, express buses, and highways is urgently needed 
to meet the growing transportation problems of the District of Co- 
lumbia and the surrounding metropolitan area. Such a system would 
permit the more effective performance of the functions of the Govern- 
ment, preserve the beauty and dignity of Washington as the Nation’s 
Capital, and promote the welfare and economy of the entire region, 
which is increasing in population at one of the highest rates in an 
of the Nation’s metropolitan areas. The probable alternative to suc 
action appears to be construction of a greater number of highwa 
leading into the city, diversion of large downtown areas of the Dis- 
trict of Columbia to parking for private automobiles, and increases 
in time devoted to traveling to and from work. 

The President transmitted the transportation plan to the Congress 
on July 10, 1959. In recognition of the Federal interest in trans- 
portation facilities in the National Capital area, he requested a de- 
tailed study of the plan by the various Government agencies and stated 
that such recommendations as were warranted would be made to the 
Congress. Subsequently, in hearings before the Joint Committee on 
Washington Metropolitan Problems, it was agreed that appropriate 
legislation should be developed. The transportation problems of the 
National Capital area, as of other metropolitan areas, are essentially 
local rather than Federal in their nature. However, the Federal im- 
pact in the National Capital area is the basis for a unique Federal in- 
terest in the development of a suitable bill. Further, to permit the 
efficient conduct of its work, the Federal Government and its em- 


3 








4 TRANSPORTATION IN THE NATIONAL CAPITAL REGION 


ployees have a direct interest in the creation of a sound transportation 
system for the Nation’s Capital. 

The enclosed draft is transmitted pursuant to the commitment by 
the President in his 1961 budget message to submit suitable legisla- 
tion. In our judgment, it represents a reasonable approach to meet- 
ing the emerging transit needs of the Washington metropolitan area. 
Special effort was made to secure the views of local officials and or- 
ganizations of the National Capital region with respect to the pro- 
posed legislation. Draft legislative proposals were sent to all the 
elected officials of the local governments in the National Capital re- 
gion, local representatives of the States of Maryland and Virginia, 
staff of the Congressional Joint Committee on Washington Metropoli- 
tan Problems, the several planning agencies of the region, and to such 
organizations as the Council of State Governments and other inter- 
ested local groups. Subsequent meetings with representatives of these 
organizations and with representatives of private transit firms and the 
local transit union in the area provided opportunity for face-to-face 
consideration of objectives and problems. 

As a consequence of this review the present proposal conforms sub- 
stantially with regional views in such important respects as coordina- 
tion and conformity to local land use plans and codes; local repre- 
sentation on the Federal organization’s advisory board; limitations 
on the Federal organization’s condemnation powers in the States and 
support of an interstate compact agency which would be encouraged 
to take over the functions of the Federal agency. Some of the devices 
proposed to insure coordination with local and State governments and 
to encourage creation of an interstate body to deal with the transit 
problem may well prove to be precedents having utility in meeting 
other Washington metropolitan area problems. 

The Bureau of the Budget, on behalf of the administration, urges 
early and favorable consideration by the Congress of this draft 
legislation. I am authorized to advise that its enactment would be 
in accord with the program of the President. 

The proposed legislation provides for (1) creation of a temporary 
National Capital Transportation Agency, (2) authorizes negotiation 
of a compact setting up an interstate proprietary agency, and (8) if 
necessary, the later creation of a Federal transportation corporation. 

The National Capital Transportation Agency would be headed by 
an Administrator and an advisory board, the majority of whom would 
be residents of the National Capital region. The Agency would have 
various functions, mainly of a nonrevenue-producing nature. Those 
would include preparation of a comprehensive up-to-date transit 
development program, consisting of plans, proposed routes and loca- 
tions for the transportation of persons in the region, together with 
a timetable for the provision of facilities and financial estimates of 
costs and revenues. The program would conform, to the extent prac- 
ticable, to the general plan for the development of the National Cap- 
ital region and to the comprehensive plan for the National Capital 
prepared by the National Capital Planning Commission and'the Na- 
tional Capital Regional Planning Council. Before carrying out any 
aspects of the transit, development program, the Agency would sub- 
mit it for review and comment to the local governing bodies and other 
appropriate groups in the region. The program would also be sub- 
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mitted to the Governors of Maryland and Virginia or to such State 
or local agency as each may designate for review and approval before 
any activities would be carried on in their States. 

Subject to this review and approval the Agency, which would be 
financed by direct appropriations, would have authority to complete 
necessary planning and engineering for a comprehensive rail-bus 
system, acquire rights-of-way and build bus stops on freeways, ac- 
quire and operate outlying parking facilities for transit users, and 
work with railroads to improve commuter services. The Agency 
would have no power to acquire private transit companies, operate 
buses or other motor vehicles or provide for their operation. In the 
first 8 years (fiscal years 1961 through 1963) an estimated $20 to 
$25 million in appropriations may be required for these purposes. 
It it proves feasible to begin construction of a subway line in 1963, 
an additional $30 million in appropriations may be needed at that 
time. 

On or after July 1, 1963, the President would be authorized to 
abolish the Agency and create a National Capital Transportation 
Corporation. Before establishing the Corporation, the President 
would give due regard to progress being made in negotiation of the 
proposed interstate proprietary compact. If the compact has been 
agreed to or its negotiation appears likely, the Corporation would 
not be created. The Corporation would be given the powers of the 
Agency and in addition, subject to local coordination and review, 
would have full acquisition and operating powers as a Federal busi- 
ness enterprise to improve transit services in the region. It would 
take over the assets and funds of the Agency. The Corporation would 
have authority to set fares and other charges for the services rendered 
by its facilities and could provide for operation of such transit facil- 
ities or, if necessary, operate them directly. Both the statement of 
purpose and sane provisions of the bill place emphasis on the 

reatest possible use of private facilities, both to minimize Federal 
investment and to take advantage of the skills and experience acquired 
over the years by well developed private transit systems. 

To finance its activities, the Corporation would be authorized to 
obtain funds both from appropriations and by borrowing from the 
Treasury Department amounts authorized in appropriation acts. On 
the basis of preliminary estimates and allowing for interest. on bor- 
rowings prior to completion of the first major stage of development, 
by the end of 1968 the Corporation and its predecessor agency may 
require a total of $265 million, half of which would be from appro- 
priated funds and half from borrowed funds. 

The Corporation’s funds would be used to: (1) complete most of 
the detailed planning and construction engineering plans for the sub- 
way transit system; (2) build express bus stops and parking sites for 
transit users; (3) provide for expanded bus service, if necessary; 
(4) acquire rights-of-way, including wide median strips in new free- 
ways for buses and trains; and (5) construct one of the four major 
rail transit lines, A subway line could be built from the District 
line in the northwest across the downtown area, for example, to con- 
nect at the Union Station with the existing private railroads. 

The net ‘result would be the creation of a reasonably comprehen- 
sive and workable transit system which meets the needs of the Na- 
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tional Capital region in 1968. The estimated revenues for such a 
system are expected to be adequate in 1969 to cover all operating costs, 
including interest on borrowings from the Treasury. If the inter- 
state proprietary agency by this time is not yet ready to assume the 
Corporation’s functions, the Corporation could come back to the Con- 
gress for increased appropriations and borrowing authority necessary 
to complete the rapid rail transit systemvover the following decade. 
Finally, this proposed legislation would authorize negotiation of 
a compact to create an interstate proprietary agency to carry out the 
objectives of this legislation. Such an interstate compact might cre- 
ate an agency similar to the Port of New York Authority or set up 
a regional organization controlled by the local governing bodies of 
the National Capital region. Such a group might also concern itself 
with other metropolitan problems in the National Capital region. 
Upon approval of the compact, the President would submit to Con- 
ess recommendations for transferring the Federal Agency’s or 
orporation’s functions and such assets and liabilities as are deter- 
mined to be appropriate. 
Sincerely yours, 
Exner B. Staats, 
Acting Director. 
SecrionaL ANALYSIS 


TITLE I—SHORT TITLE, DECLARATION OF POLICY, AND DEFINITIONS 
SHORT TITLE 


Section 101 provides that the act may be cited as the National 
Capital Transportation Act of 1960. 


DECLARATION OF POLICY AND PURPOSE 


Section 102 sets forth the congressional finding of the need for an 
improved transportation system for the National Capital region and 
the need for coordination among various developers of transportation 
facilities. It is declared that the continuing policy and responsibility 
of the Federal Government, in cooperation with State and local gov- 
ernment and private enterprise, is to aid in the development of a 
unified and integrated system for the transportation of persons in 
the National Capital region. The section states that the purpose of 
the act is to create necessary temporary Federal agencies to carry out 
that policy and to authorize negotiation of a compact to create an 
interstate proprietary agency to take over the functions of the Federal 
agencies. 


DEFINITIONS 


Section 103, in subsection (a), defines the “National Capital region” 
as used in the act to mean the District of Columbia; Montgomery and 
Prince Georges Counties in Maryland; Arlington, Fairfax, Loudoun, 
and Prince William Counties in Virginia; Alexandria and Falls 
Church cities in Virginia; and all other cities existing within the 
boundaries of those counties. The area defined is identical in sub- 
stance to the National Capital region defined in section 1(b) of the 
National Capital Planning Act of 1952. 
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Subsection (b) of section 103 defines the term “government agency” 
or “government agencies” as used in the act to mean the governments 
of the United States, District of Columbia, Virginia, and Maryland, 
and their subdivisions, agencies and instrumentalities located in, or 
whose jurisdiction includes all or part of the National Capital region. 
The language provides a convenient, short reference to the large 
group of public bodies covered. 


TITLE II—CREATION OF A NATIONAL CAPITAL TRANSPORTATION 
AGENCY 


NATIONAL CAPITAL TRANSPORTATION AGENCY 


Section 201, in subsection (a), establishes, as a Federal instrumen- 
tality, the National Capital Transportation Agency and provides that 
it be headed by an Administrator, appointed by the President with 
Senate confirmation. The Administrator would receive compensa- 
tion at a rate of $20,000 per annum. It is intended that the Agency 
be temporary in nature and that it be superseded by the Federal 
corporation or interstate proprietary agency covered in titles III and 
IV of the act. Its functions run largely to development of plans for 
a mass transit system and the acquisition and development of certain 
properties and facilities necessary for mass transit. It is not intended 
to operate basic transit, facilities. 

Subsection (b) provides for the appointment, by the President with 
Senate confirmation, of a Deputy Administrator to perform duties 
assigned by the Administrator and to act for the Administrator dur- 
ing his absence or disability. The Deputy Administrator would re- 
celve compensation at a rate of $19,000 per annum. 

Subsection (c) requires the Administrator and Deputy Adminis- 
trator to engage only in the business of the Agency during their time 
in office and requires that they, and members of the Advisory Board 
established in section 202, have no financial interest in any other enter- 
prise engaged in providing public transportation or the manufacture 
or selling of passenger transportation equipment or facilities. The 
language is intended to prevent possible conflicts of interest between 
the public and and private activities of Agency officers. 


ADVISORY BOARD 


Section 202 provides for the establishment of the Advisory Board 
of the Agency to be composed of five members, appointed by the 
President, with Senate confirmation. At least three members are to 
be residents of the National Capital region. The President is required 
to designate one member as chairman. The Board would be re- 
quired to meet at least every 90 days and would advise the Adminis- 
trator generally on Agency policies. Board members would receive 
compensation at a rate not in excess of the per diem equivalent, of the 
maximum rate for grade 18 of the general schedule under the Classi- 
fication Act of 1949, as amended (5 U.S.C., 1113(b)), when perform- 
ing their duties. They would also receive travel expenses as author- 
ized for experts and consultants by section 5 of the Administrative 
Expenses Act of 1946, as amended (5 U.S.C, 73b-2). 
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ADVISORY AND COORDINATING COMMITTEES 


Section 203, in subsection (a), authorizes the Administrator to 
establish, for varying periods, other necessary advisory and coordinat- 
ing committees composed of representatives of public and private 
organizations and other persons to obtain maximum cooperation, as- 
sistance and local coordination in the development of a transportation 
system for the National Capital region. The committees would con- 
sider problems referred to them by the Administrator and make rec- 
ommendations to him on matters of mutual interest. 

Subsection (b) of section 203 provides that members of committees 
established under subsection (a) will receive no additional compen- 
sation for their activity on such committees, but authorizes members, 
who are not Federal employees, to receive travel expenses as author- 
ized for persons serving without compensation by section 5 of the 
Administrative Expenses Act of 1946, as amended (5 U.S.C. 73b-2). 


PREPARATION AND APPROVAL OF TRANSIT DEVELOPMENT PROGRAM 


Section 204, in subsection (a), requires the Agency to prepare a 
basic and comprehensive plan to be called the transit development pro- 
gram and authorizes the Agency to revise such program from time 
to time. The program would consist of plans, including routes and 
locations, for facilities for the transportation of persons in the Na- 
tional Capital region, a timetable for providing the facilities, and 
comprehensive financial reports on costs and revenues. The program 
is to conform, insofar as practicable, to general plans for the National 
Capital region developed under sections 3, 4, and 5 of the National 
Capital Planning Act of 1952 (66 Stat. 781). 

Subsection (b) of section 204 requires that the program and revi- 
sions thereof be submitted for review and comment to the govern- 
ments of the District of Columbia; Montgomery, Prince Georges, 
Arlington, Fairfax, Loudoun, and Prince William Counties; the cities 
of Alexandria and Falls Church; the transit regulatory bodies of the 
region; any governmental organization concerned with community 
development problems in the National Capital region; the Commis- 
sion on Fine Arts and the private transit companies of the region. 
The program and revisions thereof would also have to be submitted 
to the Governors of Maryland and Virginia for approval of the loca- 
tion and extent of Agency transportation facilities and the timetable 
for their provision in Maryland and Virginia, respectively. The 
Agency would not be permitted to acquire, construct, or operate any 
transportation facilities (including rights-of-way or parking lots) in 
Maryland or Virginia unless (1) the Governor of the State involved 
or his designee shall have approved the program or the revision 
thereof in which the pertinent facilities are set forth, or (2) the 
procedure prescribed in subsection (c) of section 204 is followed. 

Subsection (c) provides that, until the program is approved as 
provided in subsection (b), the Agency may acquire, construct, or 
operate transportation facilities in Maryland or Virginia only if it 
submits plans and information thereon to the Governor of the State 
in which the facilities are to be located and secures his approval of 


such plans. The Governor may designate a government agency to act 
for him in this matter. ; 
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FUNCTIONS, DUTIES, AND POWERS 


Subject. to other provisions of title II, section 205, in paragraph 
(1) of subsection (a), provides that the Agency may acquire or con- 
struct facilities and other property for the transportation of persons 
in the National Capital region, and that the Agency may contribute 
funds to government agencies for limited acquisition of rights-of-way 
for, and construction of arterial highway facilities, if such contri- 
butions are deemed necessary to the fulfillment of the objectives of 
the act. It is anticipated that the authority to make contributions 
may be used to provide funds for construction of short essential con- 
necting links in road systems, acquisition of median strips, and the 
like, which would be needed mainly for transit operations. The 
broad authority to acquire or construct facilities provided in this 
paragraph would be limited by the need to secure approval from 
Maryland and Virginia for the establishment of facilities in those 
States as provided in subsections (b) and (c) of section 204. The 
broad authority would also be limited by the proviso in paragraph 
(2) of subsection (a) of section 205 that the Agency shall not acquire 
the facilities or other property of private transit enterprises, operate 
buses or similar motor vehicles, or provide for their operation. 
Paragraph (2), otherwise, authorizes the Agency to operate its facili- 
ties or enter in agreements with public or private establishments for 
their operation or use. Paragraph (3) requires the Agency to en- 
courage expansion of private transit services. 

Paragraph (4) of subsection (a) authorizes the Agency to lease 
its space or property and contract. for the construction and operation 
of service facilities (such as cafeterias or shops at terminals) which 
will, in turn, encourage use of Agency transit facilities. The rentals, 
fees and other charges on such leases and contracts are to be sufficient 
to prevent lessees and contractees from having an undue competitive 
advantage in the region. Lessees and contractees would also be re- 
quired to comply with State and local building and zoning laws ana 
regulations (including those of the District of Columbia). 

*aragraph (5) of subsection (a) provides necessary general au- 
thority for the Agency to enter into contracts and other transactions 
with public and private establishments and other persons. Paragraph 
(6) authorizes the Agency to sell or lease advertising space or contract 
for disposal and use of such space, provided the lessees and con- 
tractees comply with applicable zoning and advertising laws and 
regulations. Paragraph (7) requires the Agency to cooperate with 
other government agencies to coordinate development of arterial high- 
way and transit facilities. While the Agency would have no au- 
thority or responsibility for arterial highway development, the lan- 
guage would permit maximum, mutually beneficial integration of 
highway and transit facilities. To assist in coordinating transit and 
highway development in the region, paragraph (7) provides for 
government agencies to submit plans for arterial highways in the 
National Capital region to the Agency for review. This paragraph 
further requires the Agency to cooperate and, where possible, de- 
velop joint plans with other planning agencies and transportation 
regulation agencies in the National Capital region, especially the 
Washington Metropolitan Area Transit Commission which would be 
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established under the Washington metropolitan area transit regula- 
tion compact, approved by Maryland and Virginia and now pending 
congressional approval. 

Paragraphs (8) and (9) of subsection (a) authorize the Agency 
to make proposals for regulating the flow of traffic in the National 
Capital region and to study all phases of transportation including 
transit vehicle research and fiscal research. Authority to regulate 
the flow of traffic would remain vested in existing agencies. 

Paragraphs (10) and (11) of subsection (a) authorize the Agency 
to appoint and fix the compensation of its personnel, require bonds, 
and employ experts and consultants at rates not to exceed $100 per 
diem. The laws generally applicable to the Federal competitive civil 
service would apply to Agency personnel. The Administrator is 
further authorized to place five Agency positions in grades 16, 17, or 
18 of the general schedule pursuant to provisions of section 505 of 
the Classification Act of 1949, as amended (5 U.S.C., 1105), and 
such positions are to be in addition to the number authorized to be 
placed in such grades by that section. 

Paragraph (12) of subsection (a) contains necessary general lan- 
guage authorizing the Agency to make expenditures from funds 
which may be appropriated by Congress. 

Subsection (b) of section 205 further limits Agency activity, except 
for developmental and research work, to the National Capital region. 
Subsection (c) provides standard language authorizing other Fed- 
eral and District of Columbia agencies to enter into any authorized 
agreements with the Agency. Subsection (d) makes condemnation 
actions and land acquisitions by the Agency subject to certain gen- 
eral laws governing Federal agencies. Cited are section 355 of the 
Revised Statutes (40 U.S.C. 255) concerning title searches and va- 
lidity of titles, the act of March 1, 1929, as amended, and the act 
of August 1, 1888, as amended (40 U.S.C. 257), which vest in the 
Attorney General the function of initiating condemnation proceedings 
for Federal agencies. 

Subsection (e) of section 205 requires the Agency to prepare an 
annual report and forward it to the President, who, in turn, would 
forward it to the Congress and to the State and local governments 
concerned. 

Subsection (f) of section 205 contains the authorization for appro- 
priations for the Agency. 


TITLE ITI—CREATION OF A NATIONAL CAPITAL TRANSPORTATION 
CORPORATION 


NATIONAL CAPITAL TRANSPORTATION CORPORATION 


Section 301, in subsection (a), authorizes the President, on or after 
July 1, 1963, to create a body corporate to be known as the National 
Capital Transportation Corporation which would supersede the 
Agency. The Corporation would be subject to direction and super- 
vision by the President or the head of such agency as he may desig- 
nate. The subsection bars creation of the Corporation if the inter- 
state proprietary agency provided for in title IV of the act has pre- 
viously assumed the functions of the Agency, and requires the Presi- 
dent to give due consideration to progress being made toward the 
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establishment of such interstate agency, if it is not already in existence, 
before creating the Corporation. Thus, it is contemplated that the 
Corporation will be established only if there is no reasonable prospect 
of action on the interstate proprietary agency at the time the Cor- 
poration’s establishment is considered. 

Subsection (b) of section 301 authorizes the Corporation, when 
created, to exercise those Agency functions set forth in sections 2038, 
204, and 205 of the act. The Corporation would no longer be required 
to secure the approval of the Governors of Maryland and Virginia 
before it could acquire, construct, or operate transit facilities in their 
respective States. The language which would prevent the Agency 
from acquiring the facilities or other property of private transit en- 
terprises, operating buses or providing for their operation, would not 
apply to the Corporation. The Corporation would thus be able to 
provide for all types of transit facilities in the National Capital re- 
gion. It would, however, supply its plans to the Governors of Mary- 
land and Virginia for review and comment. 

Subsection (c) of section 301 provides necessary language author- 
izing the President to transfer all Agency property and other assets 
to the Corporation. The Corporation would also assume the per- 
formance of Agency contracts and agreements and Agency liabilities 
thereunder. 


MANAGEMENT OF THE CORPORATION : ADVISORY BOARD 


Section 302, in subsection (a), provides that the management of 
the Corporation would be vested in an Administrator, appointed by 
the President with Senate confirmation, who would receive $20,000 
per annum. His appointment and compensation are the same as 
prescribed for the Agency Administrator. His functions would en- 
compass the day-by-day administration of Corporation affairs subject 
to general control by the President or his designee. 

Subsections (b), (c), and (d) of section 302 provide for a Deputy 
Administrator and an Advisory Board of the Krompbention to be ap- 
pointed and compensated in the same manner as their Agency coun- 
terparts. Their duties would also be the same and they would be 
subject to identical restrictions on outside interests as the Agency’s 
Deputy Administrator and Advisory Board. 


PRINCIPAL OFFICE; VENUE; OTHER OFFICES; USE OF FUNDS FOR OFFICE 
BUILDINGS 


Section 303 contains standard language for Federal corporations 
specifying the location of principal offices, in this case in the District 
of Columbia, and making the Corporation a resident of the District 
of Columbia for purposes of venue. The Corporation would also be 
authorized to establish other offices but only in the National Capital 
region. 

POWERS OF CORPORATION 


Section 304 adds to those Agency functions which would be as- 
sumed by the Corporation a series of powers which are standard for 
Federal corporations, required by virtue of its distinct legal character 
and potentially self-sustaining nature, and necessary to provide ade- 

54060—60-——2 
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quate financial flexibility. Paragraph (1) authorizes adoption, al- 
teration, and use of a corporate seal and requires its judicial notice. 
Paragraph (2) authorizes the Corporation to adopt, amend, and 
repeal its bylaws, rules, and regulations. Paragraph (3) authorizes 
the Corporation to sue and be sued, but makes it subject to the pro- 
visions of title 28, United States Code, sections 507(b) and 2679, which 
reserve to the Attorney General supervision over all litigation in which 
the United States or its agencies are parties and bar suits against 
Federal agencies or claims covered by title 28, United States Code, 
section 1346(b). The latter, in turn, covers certain claims for money 
damages for injury or loss resulting from the negligent or wrongful 
acts or omissions of Federal employees while acting within their offi- 
cial capacities. Paragraph (3) also subjects the Corporation to provi- 
sions of section 367 of the Revised Statutes (5 U.S.C. 316) which 
reserves to the Attorney General the authority to have Department of 
Justice office attend to the interests of the United States in any pend- 
ing suit in Federal and State courts. 

Paragraph (4) of section 304 authorizes the Corporation to accept 
gifts and donations of property. Paragraph (5) authorizes the Cor- 
poration to acquire, hold, maintain, use, operate, sell, lease, or dispose 
of any type of property, or interests therein, necessary to carry out 
authorized functions. Paragraph (6) would permit the Corporation 
to operate its facilities or enter into agreements for their operation, 
the use of its operating rights, or the provision of transportation 
services otherwise. It would not be restricted from operating buses 
as was the Agency. 

Paragraph (7) of section 304 contains standard language requiring 
the Corporation to contribute appropriate employer shares to the 
civil service retirement fund and employees compensation fund, and 
to pay into miscellaneous receipts an appropriate portion of the costs 
of administering those funds. Such payments are intended to help 
insure that the Corporation’s operations and financial data truly 
reflect the full costs of corporate activity. Corporation rates would 
have to be set at levels designed to recover these, as well as other costs. 

Paragraph (8) contains a standard authorization for the Corpora- 
tion to determine the nature of its obligations and expenditures and 
the manner in which they are to be incurred, allowed, and paid. The 
language is required to allow it necessary flexibility in its business- 
type financial dealings. However, the language also provides that the 
Corporation would be subject to all laws specifically applicable to 
Federal corporations. Those statutes include the Government Cor- 
poration Control Act, covered specifically in section 309 below, and 
pertinent parts of the Federal Property and Administrative Services 
Act. Paragraph (9) authorizes the Corporation to use the mails in 
the same manner as other Federal agencies, thus requiring it to reim- 
burse the Post Office for an amount equivalent to the postage and 
registry fees which would ordinarily be paid for mail sent by the 
Corporation. 

Paragraph (10) requires the Corporation to set fares and other 
charges for the use of its facilities at levels which would produce 
revenues for the system as a whole which may reasonably be ex- 
pected to cover all costs of operating and maintaining its facilities, 
including depreciation, interest and principal on obligations, and 
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payments in lieu of taxes. Thus, Corporation activities would be ex- 
pected to be self-supporting. The Corporation would also be required 
to attempt to make its fares reasonably comparable to fares of other 
transit companies in the National Capital region. The Corporation 
could allow particular facilities to be used free of charge or at rates 
which would not produce fully self-sustaining revenues for such in- 
dividual facilities, but could provide for free passes or similar benefits 
for any persons only after notice and hearing. The Corporation 
would be authorized to agree on combination fares with other agencies 
or private persons. 

Paragraphs (11) through (15) of section 304 contain standard cor- 
porate powers. Paragraph (11) grants the Corporation the first 
priority of the United States in the payment of debts and bankrupt 
or insolvent estates as provided in section 3466 of the Revised Statutes 
(31 U.S.C. 191). Paragraph (12) authorizes the Corporation to exe- 
cute necessary instruments to exercise its powers. Paragraph (13) 
authorizes the Corporation to settle and adjust its claims against 
others and claims against itself. Paragraph (14) authorizes the Cor- 
poration to take any other necessary and appropriate action to carry 
out its specifie powers and duties. 

Paragraph (15) of section 304 requires the Corporation to hold 
public meetings with adequate notice prior to establishing or abandon- 
ing services or fixing fares but the Corporation shall have the respon- 
sibility for matters relating to services and fares. 


NATIONAL CAPITAL TRANSPORTATION FUND 


Section 305, in subsection (a), establishes a National Capital trans- 
portation fund. Paragraphs (1), (2), and (3) of subsection (a) spe- 
cify that the capital of the fund would consist of amounts advanced 
from appropriations upon the request of the Administrator, unex- 
pended balances of appropriations available to the Agency as deter- 
mined by the Administrator with the approval of the Director of the 
Bureau of the Budget, and the value of Agency assets less Agency lia- 
bilities as determined by the Administrator with the approval of the 
Director of the Bureau of the Budget, taking into account original 
cost, depreciation, usable value, and other reasonable factors relating 
to Agency properties transferred to the Corporation. 

Subsection (b) of section 305 would require, absent further con- 
gressional action to the contrary, the Corporation to pay interest into 
miscellaneous Treasury receipts, at the end of each fiscal year, interest 
on the capital of the fund. The interest rates would be determined by 
the Secretary of the Treasury, taking into account comparable rates on 
long-term obligations of the United States. 

ubsection (c) of section 305 authorizes the Administrator to re- 
turn to the Treasury capital in the fund which is excess to current 
corporate needs. Such returns would be credited to the Corporation’s 
permanent appropriation account and would be available for read- 
vancement to the fund, thus providing a continuing line of credit. 
Such returns would also reduce the fund’s capital and, in turn, reduce 
interest expenditures. The subsection further provides that, when 
the appropriation account is determined to be in excess of corporate 
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needs, the appropriation account shall be reduced by such excess 
amount. 

Subsection (d) of section 305 contains the authorization for appro- 
»riations for advances to the Corporation and provides that they shall 
be without fiscal year limitations. Subsection (e) provides that Cor- 
poration receipts would be credited to the fund and that the fund 
shall be available for payment of Corporation expenditures. Subsec- 
tion (f) authorizes appropriations to cover actual losses sustained by 
the Corporation in the conduct of activities. Such amounts as may 
be appropriated, therefore, would go directly to the fund and would 
not be part of the permanent appropriation account, nor would in- 
terest payment be required thereon. That authority would exist 
mainly to prevent capital impairment and to cover losses resulting 
from emergencies and unforeseen events, since the Corporation would 
normally be expected to earn revenues sufficient to be potentially self- 
sustaining and to avoid capital impairment. 


BORROWING FROM TREASURY 


Section 306 authorizes the Corporation to borrow from the Treas- 
ury funds not to exceed an amount equal to the total capital of the 
fund defined in section 305(a) outstanding at any one time. The 
sums borrowed would be in addition to any funds which might be ap- 
propriated, and the amounts borrowed would have to be approved in 
appropriation acts. The Corporation would be authorized to issue 
bonds or other obligations to the Treasury. Those obligations would 
have maturities agreed upon by the Corporation and the Secretary of 
the Treasury and bear interest as determined by the Secretary, tak- 
ing into account the average yield to maturity of outstanding long- 
term U.S. obligations. The Corporation would be able to redeem its 
obligations at any time before maturity. 

The Seeretary of the Treasury, pursuant to section 306, would be 
directed to purchase obligations issued under the borrowing authority 


of the Corporation and to use a public-debt transaction to finance 
such purchase. 


EXERCISE OF POWERS; NEW PROGRAMS 


Section 307 authorizes the Corporation to exercise specific powers, 
in addition to those cited in the act, necessary to operate and maintain 
its properties as business enterprises and public service facilities but 
prohibits the Corporation from undertaking new types of activities 
not included in its annual budget program. Section 102 of the Gov- 
ernment Corporation Control Act, as amended (31 U.S.C. 847), re- 
quires each wholly owned corporation to prepare annually a business- 
type budget and submit it tothe Bureau of the Budget in such manner 
as the President may prescribe. The budget program is actually a 
plan of corporate operations with due allowance for flexibility, emer- 
gencies, and contingencies, and it includes statements of financial con- 
dition, income and expenses, borrowings, sources and application of 
funds, and other data. 
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PAYMENTS TO STATES AND LOCAL GOVERNMENTS IN LIEU OF CERTAIN 
TAXES 


Section 308 authorizes the Corporation, in its discretion, to make 
payments to the District of Columbia and other State and local gov- 
ernments in lieu of taxes on any of its property which was subject 
to State and local taxation before acquisition. Such payments may 
not exceed the amount of the taxes which were payable except where 
special burdens are created by corporate activities. The iat 


tion and its property, franchises, and income, but not its contractors, 
would be exempt from all taxation. 


AMENDMENT OF GOVERNMENT CORPORATION CONTROL ACT 


Section 309 provides that, when the Corporation is established 
section 101 of the Government Corporation Control] Act, as amendec 
(31 U.S.C. 846), will be amended to list the National Capital Trans- 
portation Corporation among the hibrtion | owned Federal corporations 
subject to the act. Such inclusion would make the Corporation sub- 
ject to the requirements of the act, including preparation of a busi- 
ness-type budget (covered under sec. 307 above) and audit by the 
General Accounting Office. 


SUCCESSION 


Section 310 provides that the Corporation shall continue to exist 
until dissolved by an act of Congress. The section makes clear that 
such dissolution would occur when the Congress consents to the com- 
pact developed under title IV of the act providing for creation of 
an interstate proprietary agency. 


TITLE IV—AUTHORIZATION FOR NEGOTIATION OF INTERSTATE 
COMPACT 


INTERSTATE PROPRIETARY AGENCY 


Section 401, in subsection (a) gives to Maryland, Virginia, and the District of 
Columbia, the consent of Congress to their negotiation to develop a compact to 
create an interstate proprietary agency to carry forward the objectives of the 
act. Such agency would take over the functions of the Federal Agency or Corpo- 
ration, whichever is then in existence. The compact would become effective upon 
approval of Maryland and Virginia and the Congress. Subsection (b) requires 
the President to submit to Congress recommendations for transferring the Fed- 
eral Agency’s or Corporation’s assets and liabilities to the interstate agency as 
soon as possible after the interstate compact has been approved by Maryland and 
Virginia. Subsection (c) requires the President to appoint a Federal representa- 
tive to the compact negotiations, and such representative, as provided in subsec- 
tion (d), if not otherwise federally employed, would receive compensation at a 
rate not in excess of the per diem equivalent of the maximum rate for Grade 18 
of the general schedule under the Classification Act of 1949, as amended (5 
U.S.C., 1113(b)), together with travel expenses authorized for experts and con- 
sultants by section 5 of the Administrative Expenses Act of 1946, as amended 
(5 U.S.C., 73b-2). Subsection (e) provides that the Federal representative be 
provided with necessary space, engineering and administrative aid, and subsec- 
tion (f) provides that his compensation be paid from the White House Office 
appropriation for salaries and that other expenses under subsections (d) and (e) 
be paid from current appropriations selected by the heads of agencies designated 
by the President to pay such expenses. 

Subsection (g) of section 401 authorizes the Federal Agency or Corporation 
to cooperate with compact representatives and to furnish information to them to 
the extent permitted by law. 

SEPARABILITY 


Section 402 provides a standard separability clause. 





III. TRANSPORTATION PLAN, NATIONAL CAPITAL 
REGION 


Excerpts From Hearings Held on the Plan by the Joint Committee 
on Washington Metropolitan Problems, November 9 Through 
November 14, 1959 


The hearings held by the Joint Committee on Washington Metro- 
politan Problems, November 9 through November 14, 1959, on the 
Transportation Plan for the National Capital Region, elicited a wealth 
of information and opinion from government agencies, private organ- 
izations and individuals. The volume containing this testimony and 
related documentary material runs to more than a thousand pages. 
This is, of course, the official record. To provide a convenient sum- 
mary of the main points made during the hearings, the following ex- 
cerpts are reproduced. The excerpts are organized as follows: 


PROCEDURE FOLLOWED IN PREPARATION OF THE TRANSPORTATION PLAN 


Prediction of the region’s future population. 
Prediction and planning of the region’s pattern of growth. 
Consideration of alternatives. 


RECOMMENDED TRANSPORTATION SYSTEM 


Highways and rail transit: relative emphasis and priority. 
Highway traffic control. 

New forms of transportation. 

Use of existing railroads. 

Coverage of the system. 

Air pollution. 

Civil defense. 


ROLE OF EXISTING TRANSIT COMPANIES 


Operation of transit facilities by existing companies. 
Improvement of existing transit service. 
Labor relations. 

FINANCE AND ORGANIZATION 
Finance. 
Organization. 
Program of action. 


17 
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PROCEDURE FOLLOWED IN PREPARATION OF THE 
TRANSPORTATION PLAN 


PREDICTION OF THE REGION’s FurureE PoruLaTION 


J. N. Robertson, chairman, Transportation Committee, Metropolitan 
Washington Board of Trade 

* * * it should be noted that Board of Trade population projec- 
tions forecast a total of approximately 3,500,000 in 1980 while the 
planning commission and the transportation survey use 3 million. 

Annual or more frequent reviews of these estimates will be necessary 
over such a long term and corrections based on future developments 
can be made as needed. We cite our differences in population esti- 
mates primarily to suggest that in our judgment based on our present 
knowledge, the plan is a minimum program. One of Washington’s 
major development problems today comes from the fact that planning 
agencies have habitually underestimated future growth. It is wise, 
therefore, to make this fact a matter of record and to caution the need 
for carefully inspecting population figures at frequent intervals so 


that necessary adjustments in the plan can be made as changed condi- 
tions warrant them (p. 786). 


Jerome P. Pickard, Ph. D., Research Director, Hammer & Co. As- 
sociates, Washington, D.C. 

* * * we are using 31% million in the forecast work we do 
locally.* * * 

That is a figure we have decided to settle on for 1980, and at the 
present time the population is still riding along on our projections. 
It may be that when 1980 comes we may be high or low, but at the 
present time we haven’t changed it in the last few years. 

The Cuarrman. How much error is there likely to be in that 314 
million figure in 1980? 

Mr. Picxarp. That is very hard to say. I think the outer bound- 
aries are set by present projections number 3 and 6 in this summary. 
The absolute upper limit would be 4.7 million and the absolute lower 
limit that I can conceive would be 2.86 million. I would say these 
represent outer boundaries and limits of the projections (pp. 56, 57). 


Kingsley Davis, Professor of Sociology, and Chairman of Interna- 
tional Urban Research, University of California 
* * * T would bet $100 to $10 that the population of the Washing- 
ton area in 1980 will be between 3.3 and 3.9 million (p. 35). 


Harland Bartholomew, Chairman, National Capital Planning Com- 
mission 

* * * While the plan is based upon an estimated population of 3 
million, we did have a range of estimates of from 2.9 to 3.4 million by 
1980. We used the lower figure of 3 million because in an undertak- 
ing as’ large as this where vast public funds are involved, it was 
though best to be completely realistic. 

Furthermore, one of the great advantages of the present plan is 
that it has flexibility. If we reach a total population of more than 
3 million before 1980, the capacities anticipated in the rapid transit 
and expressway plans will be capable of absorbing a sabstentinity 
heavier traffic load (pp. 960-961). 
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PREDICTION AND PLANNING OF THE REGION’s PATTERN oF GROWTH 


Dr. Henry O. Talle,-Assistant Administrator, Housing and Home 
Finance Agency 


The transportation system proposed in the plan will have a massive 
impact on the region, especially since a very rapid rate of develop- 
ment is recommended. 

In fact, the plan proposes that about three-fourths of the total 
amount should be spent within the next 10 years. The point of most 
concern to this agency is that the approach taken by the plan may 
result in a perpetuation of many of the evils of suburban spraw] at the 
outskirts and congestion at the center. 

These are often the forerunners of the conditions of blight that this 
Nation is now spending such large sums of money to correct under our 
urban-renewal program. 

There are a number of other possible effects which we need to keep 
in mind. Deterioration may * accelerated in some of the areas 
through which new routes and facilities will run. 

We can expect displacement of substantial numbers of families from 
homes in the path of the proposed construction, and we will have to 
meet a vast demand for new housing and community facilities to sup- 
port the growth of business and residential areas stimulated by new 
transportation facilities. 

It seems to us that appropriate public bodies in the city and region 
should now undertake intensive studies of these possible effects. 

Then as the detailed transportation planning proceeds, these studies 
will provide the basis for an effort to minimize deterioration and dis- 
location and to reduce all collateral costs of the transportation system. 
Such studies also will provide a basis for planning whatever urban re- 
newal, relocation housing, and community facilities may be needed. 

Timing of construction and financing of transportation facilities 
needs to be continuously related to the timing and financing of the 
other public facilities and programs required as a result of transpor- 
tation activities. 

I believe that there is a public responsibility to determine in ad- 
vance how many families will be displaced from their homes, the vol- 
ume of suitable housing available for them elsewhere, and to provide 
a specific program for rehousing those not otherwise provided for 
at the time when they will be displaced. 

If we fail in this responsibility, we will pay dearly for the new 
transportation facilities in the form of overcrowded neighborhoods 
and new slums, with all their attendant evils. 

The system proposed by the plan is designed to meet transportation 
needs based on certain assumptions about (1) the future development 
and land-use pattern of the region; (2) expected traffic volumes; and 
(3) the quality of service. 

would suggest that while work goes forward on whatever trans- 

ortation plan is determined to be feasible and desirable, there should 

more rpenes studies to explore the “seg tere « of reasonable vari- 
ations in the assumptions about these three interrelated factors. 

If such reasonable variations are developed, the transportation plan 
might be modified and so would its effect on the region in the areas 
with which this agency is concerned. 
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With respect to the future development and land-use pattern of the 
region, the general development plan used in the survey report pre- 
sents the view that the region will generally grow substantially as it 
has in the past, with the extension of urban sprawl. 

However, it projects for 1980— 

a number of new urban communities, insulated by rural lands from other urban 
development, each with a measure of independence, each focused upon one or 
more new outlying concentrations of employment but all integrated into the 
metropolitan whole by circulation arteries and shared services. 

Of the estimated 2,000 square miles in the region, three-fourths 
would still be rural or unused for urban purposes by 1980. 

The general development plan, to describe it in its own words, “is 
general in nature, providing no more than the minimum framework 
for the transportation analysis it was prepared to support.” 

This raises a basic public policy question: Shall we simply project 
in the future the current trends of urban growth or shall we de- 
liberately seek to foster certain types of development ? 

This is a question requiring decisions at a number of different 
levels of government—by the Federal Government which is and will 
remain the predominant employer in the region, by the States of 
Virginia and Maryland, and by the government of the District of 
Columbia as well as the counties and other local governments in the 
region. 

The plan assumes that Federal employment in downtown Washing- 
ton will remain virtually unchanged through 1980 and that most of 
the increases will occur in the outlying parts of the region. This 
implies a policy on the part of the Federal Government to channel all 
employment increases into the wre areas or, in practical terms, 
to relocate some existing agencies or bureaus with equivalent per- 
sonnel. It is not clear that this policy decision has been made by the 
executive branch and the Congress. However, Federal location 
policy based on such a decision could make it possible to develop major 
employment and residential centers in the outlying parts of the 
region. A well-planned center with quite diverse private as well as 
en employment might be built about a cluster of Federal office 

uildings, in contrast to the few isolated Federal buildings which 
have hitherto been placed in outlying areas. The face-to-face con- 
tact required by Federal officials might conceivably be satisfactorily 
provided by closed-circuit television and helicopter, to the extent that 
the new freeways might not afford fast enough motor transport. Ifa 
Federal policy of planning in this direction were adopted, a substan- 
tial amount of home-to-work and other traffic would be confined 
within and between such new towns. 

With respect to expected traffic volumes, the plan estimates that a 
50-percent :increase in the region’s population by 1980 will be accom- 
panied by a tripling of person-miles of travel. There might profit- 
ably be some exploration of practical methods to reduce traffic. One 
way might be to provide incentives for the location of residences closer 
to places of employment in already developed areas as well as in new 
outlying communities. Another approach would be to limit the entry 
of “unessential” private vehicles into the downtown area. Appro- 
priate er for the use of freeways and downtown parking facilities 
might also be used to reduce traffic volume. 
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With respect to quality of service, the plan presupposes a very high 
level of transportation service. Further study might be made of the 
desirability and acceptability of somewhat lower levels of service. 
What, for example, would be the implication for the nature of the 
transportation facilities, their costs, and the volume of traffic they 
would attract, of substituting three-quarters of an hour of travel to 
downtown from an area for which the plan now contemplates a half 
hour of travel ? 

The recommendation in the plan that the ultimate mass transporta- 
tion organization for the region be a new interstate agency created by 
an interstate compact is an extremely interesting one. Certainly some 
way must be found to get the various jurisdictions in the area to 
work together. If the proposed interstate agency comes into bein 
and is successful, a similar organizational device may be develop 
for handling other regional problems where similar cooperation is 
needed. Asa practical first step, we concur in the recommendation by 
the Executive Office of the President that a Federal corporation be 
empowered to finance initially the detailed planning and construction 
of the express transit facilities. 

Finally, we want to emphasize that our comments are not intended 
to imply that the decision to go ahead on an appropriate transporta- 
tion system must await the completion of the studies we have sug- 
gested. We believe there should be continuous interaction between 
these studies and further detailed transportation planning. Each 
stage of transportation development should be evaluated in the setting 
of the planning, timing, and financing of all public facilities and serv- 
ices required by a “ate increased regional population. Such mutual 
accommodation and widespread public discussion are indispensable to 
comprehensive regional planning which will have vitality and which 
will not lose sight of what is, as a practical matter, necessary and 
possible (pp. 988-990). 


Grosvernor Chapman, Washington Metropolitan Chapter, American 
Institute of Architects 

We feel that the reasoning of the mass transportation survey has 
one underlying fault which occurred at the outset of the survey. 

The survey began with a statistical computation concerning 1948 
and 1955 traffic trends, and by applying factors these were projected 
to 1980. 

The survey is basically statistical, and if its recommendations are 
fully carried out, it will result in a mechanical situation without 
beauty, peace, or pollution-free air. 

There has been no conscious effort to plan the metropolitan area so 
that people will move in more logical, convenient, and economical 
patterns, . 

There has been no attempt to locate new employment centers along 
transit routes in order to avoid the ridiculous rush-hour routine in 
which practically everyone wants to go in every direction at the same 
time, resulting in a situation m which empty rail cars and buses will 
be traveling in the wrong direction at the peak hour. 

There is no attempt to plan the city so that more people, if they 
want to, may live near their work. y should we continue in this 
mad, unplanned way ? 
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We, therefore, urge that the National Capital and Regional Plan- 
ning Commission be authorized to apply modern city planning prin- 
ciples to the mass transportation problem, revising the transportation 
plan accordingly. 

We are sure that the result will be a more economical transportation 
system and a more satisfying Capital City (p. 128). 


Louis Justement, Chairman, National Capital Committee, American 
Institute of Architects, Washington, D.C. 


The survey seems to be predicated upon a projection of existing 
tendency, and on an effort to comply with these existing tendencies, 
instead of providing a solution that would create a new and more 
desirable growth pattern based on stimulating changes in the mode of 
travel used to and from work. 

The premise seems reasonable enough until it is carried through to 
its logical conclusion, ending in a price tag of nearly $2,500 million, 
until we try to realize the monstrous city we would produce at such a 
fantastic cost. 

If that is what this solution is going to cost, it is pertinent to recon- 
sider the premises on which it is based (p. 271). 


John R. Searles, Director, Redevelopment Land Agency, District of 
Columbia 


Our plea, offered perhaps as thoughts for the new Federal Agency 
which we hope very much you will establish, would be for some new 
ideas, for some consideration for the land in the center of the city. 

One new thought was given to us by a Greek architectural consult- 
ant whom we asked to look at the Southwest area. We asked him to 
come over and take a look at the area, but I think he looked at it 
with a rather wide angle lens. He saw that the city as a whole, city 
growth by concentric rings, tends to strangle the city. I have the 
little report which he prepared for us. * * * 

His approach is that if a city is ringed with expressways that do 
not have openings in one direction or another, it tends to choke in 
functions in a particular central core. 

The result is that the central core tends then to die by sheer con- 
gestion, and this, of course, has happened in a number of cities, not 
only here, but also in Europe. If there is some way in which the 
transportation system or plan can open up to permit the growth of 
city cores, in one direction or another, there is an opportunity to 
let the city continue to grow from 1980 to 1990, and on, as the popula- 
tion begins to expand. * * * 4 

* * * he suggests the possibility of opening up an expressway sys- 
tem which would permit growth in a single direction rather than out 
in all directions on the spoke type of growth. (See exhibit 23.) 

He suggests that the future of Washington may actually lie to:the 
south, along the Potomac River, because here is an avenue of unre- 
stricted geometry of land up and down the Potomac River (p. 130), 
Albert Mayer, Architect and City Planner, Mayer, Whittelsey & 

Glass, New Y ork City Ja 

First, what is the underlying premise or objective. 

We read that: 


The residents of the dispersed suburban areas will make longer trips and 


more trips per person than today’s population. The daily number of person- 
miles will triple by 1980. 
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Think of it, we are spending 21% billions so that more people can 
drive three times as many miles, surely an unprecedented unproduc- 
tive time loss. More than that: 

A network of freeways on which people can travel quickly between any two 

parts of the region, even when traffic is heaviest. 
Why in the world should we attempt to provide any such anarchic 
disorganized situation by which anyone can drive anywhere any time? 
Surely we can rationalize or systematize our needs, desires, and ac- 
tivities on a more sensible basis than that. 

The report goes on to say that the transportation system recom- 
mended is based on peak hours and on travel necessitated by employ- 
ment. Thus, all this extra number of trips and extra person-mileage 
which is to increase four times as rapidly as population, because popu- 
lation is supposed to increase 50 percent, and this provision is 200 per- 
cent, so it is four times just to get to and from work. 

In other words, the extra hours gained by the shorter workday and 
shorter workweek will be no real gain because we will fritter it back 
in the hours to and from work. We are paying 21% billions to achieve 
this or, as the authors of the report would say, to prevent it from 
becoming worse. 

Actually we are paying for failure reasonably closely to relate work 
areas and living areas, and we are paying for the nereiiige of scattera- 
ee. ht 

What are some of the choices? In place of scattered decentraliza- 
tion, which is the dominant tendency in the United States, we can 
seek and achieve decentralization in integrated concentrations, 

I want to make this distinction. You can decentralize all over the 
place, with a house here and a house a mile away, or you can decen- 
tralize with a viable local concentration. Somebody said 90,000; it 
might be 150,000, it might be something else. 

{do not think one can make a rule about it, but this is what I mean 
by decentralization : In integrated concentrations of new and expanded 
outlying towns, reasonably self-contained in daily matters of em- 
ployment, shopping, cultural, and community facilities, with the 
countryside always close at hand, with occasional visits to the great 
and inspiring stimulations of the Capital City (pp. 84-85, 89). 

Vietor Gruen, planning consultant and architect, New Y ork City 

The revitalization plan for the city of Fort Worth, Tex., as devel- 
oped by my office in 1955, has established a pattern which, in prin- 
ciple, has formed the planning philosophy on which the master 
planning for about 80 American cities is based. 

The basic features of these plans are the following: 

1. Establish the space needs for all types of land uses which, by 
their characteristics, belong in a downtown area, projecting these 
needs in accordance with population and other statistics about 20 
years ahead. 

2. Define the land area needed for the listed land uses and thus 
establish the boundaries of the area to be regarded as the metropolitan 
core. 

3. Establish along the boundaries of the city core a distributing 


system of loop roads into which radial roads from all directions 
terminate. 
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4. Construct immediately adjoining this loop road system on the 
inner or outer side, or both, of the Toop road storage facilities for 
private automobiles in the form of underground or above-ground 
multilevel garages. 

5. Establish within the core area a number of pedestrian islands 
interconnected by pedestrian bridges and establish between these 
pedestrian islands rights-of-way for public and semipublic transpor- 
tation, like buses, streetcars, taxicabs, and rapid transit. 

6. Where the size of the individual pedestrian islands and the size 
of the entire downtown core warrants this, introduce underground 
public transportation with station stops located at strategic points. 

7. Establish a system of service roads either underground, above 
ground, or as dead end loop roads reaching into the pedestrian ‘islands 
without cutting them into disconnected pieces in such manner that 
deliveries, vehicles, for construction or maintenance, garbage and 
trash collection can approach all building blocks. In some cases, 
in order to save cost, service traffic is permitted on certain streets, 
but restricted to certain hours of the day. 

8. Improve the environmental qualities of the downtown area gen- 
erally and the pedestrian islands specifically by landscaping, foun- 
tains, rest benches, shaded sidewalks, and other amenities. 

The beneficial effects of these plans are manifold: 

1. A large amount of land suitable for the construction of produc- 
tive buildings is gained. This gain is partially achieved by the fact 
that land presently occupied by structures serving the private auto- 
mobile (like parking lots, garages, gas stations, repair shops) be- 
comes free and by the fact. that land occupied by streets within 
pedestrian areas can be made partially aati for new structures. 

2. The greater compactness resulting from a more intensive use of 
the downtown land for productive buildings has an invigorating 
influence on the entire economic life of the downtown core, stimulates 
new building activity, and increases taxable property values. 

3. Environmental improvements, the banishment of noise and dan- 
ger within the pedestrian areas and increased convenience reestab- 
lish downtown as a powerful magnet with the result that more people 
are attracted to the downtown area in order to do their shopping, 
to participate in cultural, artistic, and recreational events, and that 
a large number of people find downtown again a desirable residential 
area; in contrast to today’s conditions, where people go downtown 
only when they get paid for it, which means Satanly they are em- 
ployed there. 

4. The greater compactness and convenience brings about a better 
functioning with regard to all activities, and time, up to now wasted 
in stalled traffic, in looking for parking spaces, in waiting to cross 
streets, can be productively used. 

5. Public transportation which, having been treated as the step- 
child in relationship to private automobile transportation and ex- 
periencing therefore economically a dangerous downward spiral, gets 
a healthy shot in the arm by the monopoly position in the downtown 
area, by the greater speed which is attainable on roads emptied of 
private automobiles, and can serve effectively, efficiently, and con- 
veniently and also profitably its customers. * * * 
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A rapid transit system to be useful to the downtown core area must 
have ‘certain characteristics. It should’ be subsurface with ‘certain 
crossing lanes located at lower levels than others. It should not be 
just a crossing of lines, as shown in the report, arriving hke hurried 
visitors from suburbia. 

Within the heavily utilized core area, additional radial and con- 
centric ring lines must be constructed. Not only must the various 
portions of downtown be accessible from the outer region, but inter- 
communication for the —_ within downtown, with itself, for shop- 
ping, residing and working, must be convenient (pp. 723-725). 


Warren J. Vinton, Montgomery County Citizens Planning Associa- 
tion 

* * * As a plan we must question its validity, even as a prelimi- 
nary or tentative plan, for to have real significance a plan must have 
before it an idea and objective which it seeks to serve and implement. 
As to the pattern for the growth of the metropolitan region the docu- 
ment before us has no such planned objective. 

It merely assumes a continuation of the present pattern of subur- 
ban growth extending outward in areas of decreasing density. 

We cannot, however, Mr, Chairman, blame the authors of the trans- 
portation plan for this failure. They should have had available a 
comprehensive and authoritative plan for the growth of the whole 
metropolitan region. The lack of such a plan points up the chaotic 
and impotent conditions surrounding attempts at true region plan- 
ning for the National Capital area. * * * 

The existence of a comprehensive and authoritative regional plan 
would facilitate the preparation of an adequate transportation system. 
On the other hand, proposals for an adequate transportation plan will 
in their turn help to develop and implement a proper regional plan, 
for a transportation system, like sewer and water systems, is a vital 
element in determining the pattern of metropolitan growth. For ex- 
ample, a regional plan stressing the development of satellite towns, 
with some concentration of residential use in their centers, would 
greatly facilitate the development of a rail mass transit system. 

* * * the downtown area should be reserved as far as possible for 
people and their institutions * * * large areas cannot be spared for 

eat throughways, interchanges, and parking areas to let every man 
tise his car to work if he so desires (pp. 789-791). 


Harland Bartholomew, Chairman, National Capital Planning Com- 
mission 

* * * On the matter of land use, some experts suggested a more 
imaginative plan and in certain cases a somewhat revolutionary new 
form by establishing satellite cities, 

While this could and might be done, it is an undertaking which will 
require years and years of work and a tremendous job of bringing 
apeut speoia understanding and support before it could be accom- 
plished. 

* * * The quickest, simplest form or alternate form of mass trans- 
ortation or of population density plan or land use plan rather would 
e to double the population density in the District of. Columbia, which 

could be done under the present zoning ordinance. Now that would 


economically have a good effect upon the financing of the mass 
transportation plan. 
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But I am certain, as you are, that that would bring about a sub- 
stantial protest. Now the other extreme of a mass transportation 

lan would be one that was so widely Gisperanth the population would 
Seat so widely dispersed, that it would be very difficult to finance 
a Mass transportation plan even though work centers might be dis- 
persed along with the population. 

It would be impractical to base a transportation plan upon any 
reorganized basic structure of land use unless and until such a plan 
had been more or less universally agreed upon. 

* * * We would call the attention of your committee particularly 
to the fact that this transportation plan is directly based upon an or- 
ganized land use pattern, a pattern which is neither one of excessive 
scatteration or of excessive concentration. 

We believe that with this pattern the extent of travel trips and 
as anticipated by 1980 are neither as great as would be found even 
today in the Los Angeles area, nor as restricted as one finds today 
in the New York metropolitan area. 

The difference in approach to formulating a mass transportation 
plan can best be appreciated when one considers the enormous dis- 
parity in population density which, for example, is 24,000 persons per 
square mile in 1950 in the New York area, and 4,370 in Los Angeles. 
In other words, those figures of 24,000 per square mile in New York 
and 4,370 in Los Angeles show a difference of 500 percent in the density 
of population in those two areas. 

Now that of course is one way of explaining why New York must 
have, does have, and must have a network of subways, and why Los 
Angeles has never been able to afford any. 

It all comes back to the population density and the riding load 
that you can accommodate and get revenue from. Interestingly 
enough, in the District of Columbia the population density in 1950 is 
13,000 per square mile which falls almost midway between the New 
York and the Los Angeles densities. 

In other words, we believe that the balanced transportation plan 
presented here provides an opportunity for the average American 
family to make reasonably free use of its automobile and at the same 
time that it is being provided with a reasonably adequate supply of 
mass transportation service. That is why we have referred repeatedly 
to the term “balanced transportation plan” in describing the present 
proposal (pp. 961, 962). 


Donald E.. Gingery, Chairman, National Capital Regional Planning 
Council 

This plan is a workable plan; it is a practical, realizable set of goals 
which can be carried out by the community if it wishes to do so. It 
is workable because it is a composite of the plans of the local planning 
agencies, whose staffs worked hand in glove with the Council staff. 
It is a workable plan because it sets forth no fuzzy, pie-in-the-sky 
goals which cannot be attained within the next 20 years. The plan 
is not based upon the wish that the flow of people into the area can 
be stopped. It is not based upon the possibility that if the flow 
can’t be stopped that it can be directed into a new, separate, satellite 
city nearby. Nor is the plan based on the presumption that the 
strong trend toward continued low density growth will be halted so 
that this growth can be channeled into planned satellite communities 
throughout the metropolitan area. 
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Our staff looked at all these possibilities before abandonmg them 
as being impractical. Before any of these radical planning schemes 
could be considered feasible, it would require great changes in the 
thinking of our people; the kind of changes in political, economic, 
and social thinking which could not be brought about in time to 
be effective (pp. 24, 25). 


CoNSIDERATION OF ALTERNATIVES 


Jeremy C. Ulin, research associate, Surveys & Research Corp., Wash- 
ington, D.C. 

In the mass transportation plan, only one population er and one 
land use plan were used for forecasting purposes. If alternative 
population sizes and alternative land use plans had also been as- 
sumed, the resulting traflic forecasts and transportation plans based 
upon those forecasts might have been considerably different from the 
single recommended plan. 

This approach of making several forecasts under assumptions of 
different population and land use conditions would help policy and 
decision ahuie officials, as well as the general public, make more 
informed decisions about the kind of a transportation plan it needs 
or wants. 

It would clarify the alternative choices actually available and the 
implications of each choice. 

It would help to answer such geustions as these: How large a price 
must we pay for a land use plan which is comparatively inefficient 
for transportation purposes? 

What are the transportation implications of extreme decentraliza- 
tion and dispersion of residences and jobs in the suburban and fringe 
areas, as opposed to a more tightly structured or a relatively more 
centralized community ? 

For each traffic forecast and transportation plan based upon differ- 
ent land use assumptions, how adaptable is it to significantly larger 
or smaller total levels of population? (p. 103.) 


RECOMMENDED TRANSPORTATION SYSTEM 
HicguHways AND Raw, Transir: Revtative Empnuasis AND Priorrry 


Elmer B, Staats, Deputy Director of the Bureau of the Budget 

The central proposal contained in the plan for a comprehensive 
transportation system for the National Capital region represents a 
constructive approach for dealing with a major emerging problem. 
In Spates we should like to stress the importance of giving the 
highest priority to development of the proposed rail transit facilities 
to reduce travel time and avoid unnecessary costs. Approval of the 
basic approach of the pepe however, should not be construed as a 
commitment to any of the specific proposed locations for highways, 
bus routes, or transit lines (p. 14). 


David E. Finley Chairman, Commission of Fine Arts 


We are primarily interested in the effects which the implementation 
of this plan would have on the appearance of the city of Washington. 
54060—60——3 
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We realize, of course, that some means must be found to provide easier 
ingress and egress to those parts of the city where Government build- 
ings or conimercial interests are located. We firmly believe that a 
rapid transit system is the most logical means of meeting these traffic 
needs. We have for several years urged that such a transit system 
be established and have pointed out that, if the beauty of Washington 
is to be preserved, provision for an underground transit system would 
seem to be mandatory. We hope that a rapid transit system will be 
extended to the sources of commuter traffic in Maryland and Virginia. 
This system should be supplemented by an adequate and convenient 
bus system, using the streets, as at present. * * * 

In proposing modification of certain features of the transportation 
plan, the Commission of Fine Arts recommends concentration on that 
part of the plan which would provide a rapid transit system, supple- 
mented by adequate and convenient buses; furthermore that future 
Government buildings should be located in various parts of the city 
surrounding the central area; also that the land adjacent to them 
should be developed for housing. We strongly urge the building of an 
interconnecting subway that would bind the units to each other. Such 
plan would avoid the necessity of compressing traffic in the center of 
the city, and would, we hope, enhance, rather than injure the appear- 
ance (pp. 120, 122). 


Brig. Gen. Alvin C. Welling, Member, Board of Commissioners of the 
District of Columbia 

* * * although throughout the city I have found less than, the 
response less than, enthusiastic on the overall plan, the response to 
using the existing rail lines on protected rights-of-way has been quite 
favorably received * * * (p. 848). 

* * * Tf rapid transit rail lines such as projected in the plan are to 
be built or seriously considered for construction, then in the interest 
of maximum utilization of the rail system and in the interest of over- 
all economy, automobile expressways encompassing the rapid transit 
rail lines should be deferred. 

The companion expressways themselves should not be provided un- 
less and until it be established that the rail system plus the other high- 
way network in the area cannot accommodate the transportation load. 
Experience would indicate that today’s American commuter will 
choose the use of his automobile over the use of rail if he has an alter- 
native, and the transportation plan indicates that over half of the 
commuters traveling to downtown during peak hours in 1980 would 
under the transportation plan have a choice between the use of transit 
and automobiles. The propensity toward the use of the expressway, 
however clogged, over the use of the railway would be especially prev- 
alent under the conditions set forth in the plan, wherein the rail com- 
muter would be required to travel by his automobile—or by bus— 
from his residence to the rail transit station (pp. 841-842). 


Arthur H. Keyes, Jr., chairman, City Planning Committee, Wash- 
ington Building Congress 
Although we fully recognize the need for adequate transportation 
to maintain a prosperous Central City and believe that essential plan- 
ning decisions on such a system are long overdue, the Washington 
Building Congress does not concur with many of the recommenda- 
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tions of the Mass Transportation Survey of 1959. We believe the 
survey has been too much concerned with what is good for the sub- 
urban motorist, and too little concerned with what is best in the long 
run for the Central City. 

In general, our study of the survey has served to confirm the posi- 
tion which the Washington Building Congress has previously taken 
that in order to preserve an attractive civic environment and charac- 
ter appropriate to the Nation’s Capital we must give rapid transit 
ays the private automobile. We recommend the following 
approach. 

i. Plan a financially feasible “transit dominant” system (bus and 
rail-subway), rather than the proposed freeway system with a subway 
added to handle the traffic overflow at great cost to the tax- 

ayer. * * * We favor the proposal to provide express bus or rail 

anes in the new freeways. * * * 

2. Improve upon existing bus service by coordinating the schedules 
of the various bus companies, simplify fares and transfers, speeding 
up and increasing the number of trips, etc. We urge Congress to as- 
sist by approving the Washington metropolitan area transit regula- 
tion compact. We feel, however, that to take advantage of the com- 
pact, there must be considerable ingenuity, flexibility, and a willing- 
ness on all sides to cooperate on experimental ideas. Even such pro- 

osals as using existing rights-of-way of the B. & O. spur and the 
Washin on & Old Dominion Lines should be further explored. 

3. Deliberately discourage the ever-increasing use of private auto- 
mobiles for commuting to and especially through the central Federal 
embassy, and business areas by curtailing programs for addition 
freeways through these areas, and by reducing free all-day parking 
downtown for Goveenenent and private employees. 

4, Encourage interstate traffte and intersuburban traffic to steer 
clear of the Central City by concentrating on completion of circum- 
ferential and intermediate loop roads and bridges. 

5. Reduce the extent and future cost of our transportation system 
by coordinating planning and zoning on a regionwide basis in order 
to minimize the necessary person-miles of travel and ton-miles of 
haulage. For example, proper relocation of Federal employment 
centers, as the tempos are gradually torn down, and adequate zoning 
for downtown apartments can reduce peak hour traffic considerably 
(pp. 71, 72). 


Grosvenor Chapman, Washington Metropolitan Chapter, American 
Institute of Architects 
The executive committee of the Washington metropolitan chapter 
of the American Institute of Architects endorses that part of the 
metropolitan transportation survey recommendations concerned with 
rapid transit by bus and rail. 

t feels that these recommendations and, especially, the use of sub- 
ways, will serve the primary objective of keeping traffic congestion to 
a minimum in the important Federal areas and central business dis- 
trict (p. 127). 


Darwin Stolzenbach, Interfederation Council of the Greater W ashing- 
ton Area 

* * * the council concluded that the plan as proposed im the mass 

transportation survey placed a disproportionate emphasis on private 
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auto transport as opposed to other forms of transportation, and failed 
to consider seriously public policies that would tend to increase the 
utility of mass transit relative to the automobile (p. 779). 


Dr. Robert 8. Marvin, president, Montgomery County Civic Federa- 
tion 


Highways, express buses, and rail rapid transit all appear to be 
necessary in the ultimate solution. However, the possibilities for 
greater reliance upon rapid transit deserve more study based upon 
need and cost (as well as convenience) than they have received thus 
far (p. 886). 


Robert Levi, president, Hecht Co.; vice president, National Capital 
Downtown Committee of the Federal City Council 

* * * At an early point in our analysis of the downtown problem 
we reached one enceitbots of major importance to your committee 
and to your committee’s working program. Washington’s central 
business area can only flourish insofar as it is supported by mass 
transportation connnected with the entire metropolitan area. New 
mass transportation must provide adequate service between downtown 
and major points of the surrounding region (p. 585). 


Col. William E. Shepherd, Committee of One Hundred on the Federal 
City, and Georgetown Citizens Association 


* * * It is recommended that the mass transportation system to 
be built should be sufficiently rapid, comfortable, and economical to 
attract a substantial number of commuters; new highways should be 
located so as to preserve to the maximum practical extent our parks, 
open areas, historical structures, and outstanding neighborhoods; and 
major goals of highway planning should include preservation of our 
tax structure and the re of Washington’s residents, 

In examining the plan in the light of these principles, it ap 
that any attempt to satisfy the ever-mounting desire of motor vehicle 
operators for hiddeiowr capacity and parking facilities will tend to 
disfigure and bankrupt the city. We also feel that unless some tech- 
nical improvements are made, the operation of buses on a large scale 
will generate pollution of the atmosphere on city streets and in resi- 
dential neighborhoods; hence it appears that early realization of the 
rail rapid transit system will bring the maximum of relief with a min- 
imum of damage to the city. 

We therefore recommend that in the transit plan detailed planning 
of the rail system be begun as soon as possible; and that highest pri- 
ority be assigned to this high-speed rail transit system, with second 
he for the express bus system, and lowest priority for highways 
er primarily to accommodate privately owned automobiles (p. 

82). 


David Sanders Clark, Committee To Oppose the Cross Park Freeway 
( won known as Northwest Committee for Transportation Plan- 
ning 

The survey report proposes a traffic solution which leans unduly 
heavily on radial freeways leading from the suburbs into central 

Washington. The experience of other urban and metropolitan areas 

provides evidence that this type of freeway is self-defeating; that it 

attracts and actually creates additional traffic, sometimes up to or 








vr Ye oe - Ss 2 — OD ee 


7. Ww 


—S | wee lel Oe 


ww 


at FF 


TRANSPORTATION IN THE NATIONAL CAPITAL REGION 31 


beyond its planned capacity even before it is finished; that it acceler- 
ates the flight of residents from the city to the suburbs and therefore 
accelerates the blight of the city itself; and that it wrongly puts the 
emphasis on getting automobiles rather than people into the center 
of town. Furthermore, as the citizens of San Francisco demonstrated, 
when they rejected seven freeways early this year, the damage which 
a freeway can do to the livability and appearance of a city may far 
outweigh its intended benefits. 

Because it suggests a way of getting people rather than vehicles to 
and from the city center, we Saaone merit in the proposal to create 
a rapid rail transit system, as a means for relieving traffic congestion 
and expediting travel. Rapid rail transit offers the advantage of 
lower cost per person (despite higher construction cost per mile as 
compared with eres The report states that “it often takes 
between 8 and 10 years of planning and construction to get a subway 
into operation.” This time could be sharply reduced if rapid rail 
transit were considered a primary rather than a secondary part of the 
transportation plan. We find totally unconvincing the report’s analy- 
sis and conclusion that the development of rapid rail transit would 
reduce the need for freeways in only a small measure (p. 800). 


Stanley D. Forsythe, general superintendent of engineering, Chicago 
Transit Authority 

* * * the report indicated that as of 1980, with this plan fully 
implemented, there would still be only 45 percent of the people coming 
into the central district using mass transit. 

If you do not get any more than that, you are wasting a lot of 
money. I was surprised at the, for lack of a better word, pessimism 
of the report on that phase. 

* * * In Chicago, mass transit brings in 79 percent of the people 
that are brought in during the maximum hour, during the peak hour, 
and, as was brought out earlier, about 87 percent of those accumulated 
in the Loop, in the downtown district, at the peak of the accumulation, 
are brought in by mass transit vehicles, that is, rapid transit, buses, 
suburban railroads, all of the mass transit agencies. : 

* * * In Philadelphia it is about the same story. * * * between 
66 and 75 percent of the people coming into the central during the peak 
hour are brought in by mass transit. 

* * * So that if I were to stick my neck way out and estimate 
what rapid transit might do, what mass transit might do, with ade-' 
quate rapid transit support in this downtown area, I see né Treason 
why it should not do just as well as it does in these other large citiés 
that I have mentioned. 

_ It will not happen overnight, but there will be a gradual increase’ 
in the use of rapid transit. Of that you may be sure. 

Our experience on Congress Street Expressway bears that out: 
beautifully. The lightest rapid transit line that we had in Chicago 
going straight west from the Loop, insulated on either side by an- 
other rapid transit line so that there would not be the normal amount 
of transfer business, was put into the median strip of the Congress 
Street Expressway. 

The expressway, which cost well over $10 million per mile, is now’ 
between 80 and 90 percent of capacity. Our two tracks in the center 
of that median strip, running at about 30 percent capacity, bring in 
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half again as many people during the rush hours, take out half again 
as many people during the evening rush hours as the highway. 

Now, in order to provide that median strip, it probably cost. the 
highway not over 5 percent of the total cost, so that for $4 million a 
mile, running at 30 percent capacity, we are hauling half again as 
many people as the highway is. 

It is an ideal combination, and no one is more enthusiastic about 
it in Chicago than the highway planners themselves, who see in that 
combination of rapid transit in the median strip and the terrifically 
expensive expressways an opportunity to increase the capacity of the 
highway, particularly in the last few miles as you come into the 
center area (pp. 137, 138, 140,141). 


J. N. Robertson, chairman, transportation committee, Metropolitan 
Washington Board of Trade 


* * * (1) Mass transportation, highway construction, and parking 
must all three be considered together in any consideration of the mass 
transit needs of the District of Columbia. 

(2) Any mass transit system should be regulated by a mass transit 
commission. 

(3) A transit authority, or corporation, perhaps of a Federal na- 
ture, must be established to consider the mass transit survey and to 
control the financing of any proposed system. 

(4) It should be urged that the present highway plans should be 
implemented as speedily as possible. * * * 

With the expected increase in population it is obvious that both 
highways and transit facilities will be inadequate. 

Therefore the board of directors urges that the present highway 
program in its entirety be vigorously pushed to completion before 
the 1980 date, if possible, and that none of the highway funds be di- 
verted either directly or indirectly for any purpose other than that of 
highway construction as allowed under the Federal Aid Highway 
Act of 1934 (pp. 785-787). 


Washington I. Cleveland, secretary, District of Columbia Division, 
American Automobile Association 


* >? Your mayors preparing this report and saying Washing- 
ton’s prospects, therefore, reached the conclusion that Met spore 
Washington will grow at least as fast as the United States and prob- 
ably much faster. 

Such a growth, your experts have concluded, would result in nearly 
doubling the daily trips and just about tripling the mileage traveled 
between 1955 and 1980. In the opinion of the district advisory board 
of the AAA, such a growth in traffic would require the development 
of a rapid transit system. We, therefore, endorse the recommended 
program of the transportation plan which calls for the creation of a 
rapid transit system. * * * We believe that as work progresses and 
as the economy of the District, and its traffic grows, highway require- 
ments will become greater, in the general order of magnitude. sug- 
gested in the report. 

* * * As important as rapid transit is, and as highways themselves 
are, is adequate parking. If a car must keep on moving because it 
cannot find a place to park, it may never be started. So, storage place 
for the car when it is at rest is as necessary as a safe lane for the car 
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when it is in motion. We, therefore, endorsed the parking portion of 
the recommended program. * * * one of the things * * * that is 
needed is for the Federal Government to increase the facilities that 
it has been providing for its own employees. The ratio at the pres- 
ent time is 10 percent ; and my feeling is that that is not nearly as large 
as it should be (pp. 224-227, 229). 


Hon. John J. Allen, Jr., Under Secretary of Commerce for Trans- 
portation; accompanied by Ellis L. Armstrong, Commissioner of 


Public Roads, and Garland E, Marple 


Mr. Auten. Because of the great increase in passenger movement 
toward the center and because of the special character of it, it is in- 
cumbent upon the community to provide for it in the most economical 
wy possible. 

apid transit provides a large part of this answer and should be 
given priority of development wherever feasible. 

Rapid transit cannot be a success, however, unless the community 
unites to make it so. Its patronage is concentrated in a few hours 
of the day, a fact which defies the economics of most business enter- 
prises and throws some of the cost on the community generally. 

The community must furthermore cooperate by encouraging rapid 
transit use by coordinating traffic regulation, other transit operations, 
parking facilities, and in some instances zoning. 

The plan represents as large a highway program as any ever con- 
ceived for the Capital region. Some say that highways play too 
large a role. Actually the boldest feature of the plan is its rapid 
transit features which would provide this means of moving the com- 
muting traffic into the downtown area, affecting highway development 
and traffic regulation. 

On balance we can say that the plan is based on the requirements 
for urban living in this half of the 20th century, given the desires 
of the people and the resources we can afford to spend. * * * 

Mr. Armsrrona. I think that we need here to discuss some very 
basic concepts as to what we are trying to do, and that is resolve the 
problem of moving people from where they are to where they want 
to go, and, in that planning we in the highway field have been up 
against the very real problem of trying to do that in a way that will 
solve the problem, that is, it is one of trying to provide what people 
want. 

Now our automobile age that we have has introduced something, 
I think, into the American way of life that all of us like quite a 
and that is the freedom of movement of the individual. It is some- 
thing that is very basic to our whole thinking. And if we would pro- 
vide facilities that people won’t use, it doesn’t solve our problem. So 
in this plan the approach has been to try to realistically analyze what 
we are up against, what we think people will do if they have facilities, 
what their choice might be. And I don’t think that we are going to, 
by any means, end up with a big sea of concrete. 

There is the notion of getting the optimum development of high- 
ways as compared to other means of travel. I think there is a reason- 
able balance in this proposed program. I think the approach has 
been quite sound, approaching it from the standpoint of first the 
travel that is done in automobiles by folks who will not be living 
within any reasonable distance of a mass transit system, they would 
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still have to drive considerable distances in their automobiles and they 
would probably prefer after they start, to come on downtown, if there 
are reasonable facilities available. 

Then we have those who utilize their automobiles during the day. 
Use their cars in their operations, such as salesmen and those folk 
that have quite a bit of travel about the city during the daytime. 
Then the remainder was analyzed on the basis of a choice between 
driving an automobile and riding the rapid transit. 

Generally if the out-of-pocket expense, and that is the direct ex- 
pense involyed, is about equal, the choice may be the facility that will 
save time, and that was taken into consideration in assigning traffic to 
the various ways of getting downtown. 

I think it is a realistic approach. There is no magic in this thing. 
You can’t say here is a better way to do it for the downtown area, and 
expect people automatically to agree. 

We are quite independent, I think, in our individual thinking, and 
the growth of the automobile use in America has resulted because of 
that. So I think this is a realistic approach and one that is in the 
realm of a solution to the problem. 

Would you care to add anything to that, Mr. Marple? 

Mr. Marpte. I don’t think I have anything significant to add except 
to say that Public Roads has no formula or factual basis for suggest- 
ing improved methods in making these forecasts over those used by 
the consultants that prepared the study. 

The report shows that the estimated volume that would be handled 
by mass transit coming to the downtown area in the peak hour will in- 
crease considerably between 1955 and 1980. That is somewhat con- 
trary to the trend that we have experienced before. 

I would think that we might well expect a lower percentage of traf- 
fic to be handled by mass transit in the Washington area than in some 
of the other cities because of the nature of the proposed land utiliza- 
tion. So it would seem to me that the estimates are as realistic as we 
could expect (pp. 696-697, 698-699), 


Manuel J. Davis, representing the A.B. & W. Transit Co. and the 
W.V.& M. Coach Co., Ine. 


* * * Tt is also our opinion, and we understand that there are others 
with the same opinion, that the expressway bus plan is entirely ade- 
quate to meet the growth needs of the National Capital region well 
beyond the year of 1970. The basis for our opinion can be substan- 
tiated with the following: 

(1) The majority of the added population and employment will 
occur outside of the District of Columbia. (Eighty percent outside 

pulation while employment increases only 11 percent within the 

istrict of Columbia.) Rail service is intended to serve high density 
areas such as large apartment developments and cannot attract suffi- 
cient numbers of persons in low density areas. The above added to 
the inconvenience of a multiple transfer ride which will be necessary 
under the plan will not attract sufficient transit patrons to warrant a 
rail system. 

(2) An expressway bus plan offers a flexible transit plan and one 
that can be efficiently operated by private enterprise. 

(3) The expressway bus plan that we foresee includes a part of 
the type of operation discussed in the report, in that some of the 
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buses will not leave the expressway until they arrive within the central 
business district. However, to eliminate a feeder operation, which 
is a detriment to efficient transit service, the express buses will traverse 
the residential and industrial communities and then enter the highway 
system for an uninterrupted trip to the central business district. 

(4) The express buses will operate upon the highway facility 
mixing with other traffic or upon special bus lanes until the facility 
approaches capacity, at which time the median will be converted to 
an express bus roadway or a reversible roadway for all traffic. The 
existing transit service will, for the most part, remain and will provide 
the commuting service between the expressway and street system 
without imposing additional transfers from bus to bus. 

(5) Such express bus operation is presently in operation. Proper 
highway facilities and cooperation with the various traffic agencies 
mo ess a highly effective express bus transit system (pp. 293, 
294). 

Hienway Trarric Conrrou 


Adolph D. May, Jr., Ramo-Wooldridge Division, Thompson Ramo 
ooldridge, Inc., Los Angeles, Calif. 

* * * when freeway congestion occurs capacity is immediately 
reduced by as much as 20 percent. Freeways can provide the highest 
level of service to the motorists. Yet when congestion occurs the 
travel speed on the freeway can be reduced to approximately the same 
speed as exists on surface streets. 

Existing freeways can carry the traffic volumes they were designed 
to handle, but the increase in freeway travel has far outstripped the 
design capacity particularly during morning and afternoon peak 
hours. Future traflic demands will aggravate this problem until con- 
gestion may occur for most of the daylight hours. 

There are two solutions for handling these larger volumes of free- 
way traffic. Either the capacities of freeways must be increased by 
control measures, or parallel freeways must be built. The high cost 
of freeways and the eventual limit of the amount of land that can be 
devoted to freeways, gives impetus to the need of improving flow on 
freeways by electronic control systems. 

* * * The first phase of freeway control is now in the planning 
stage and presumably will come into being sometime during 1960. 
Two separate installations, though of widely different natu 
may be cited as characterizing this particular phase. The first o 
these installations involves a section of freeway slightly more than 3 
miles in length in the vicinity of Detroit, Mich. The system being 
planned for this installation involves the use of closed-circuit televi- 
sion cameras as data-gathering devices. Each of these television cam- 
eras will be connected to a monitor in a central control station. 
Operators will be stationed in the control room to watch the television 
monitor, These operators will have at their disposal special telephone 
lines to the dispatchers of emergency vehicles. In addition, they will 
have control switches by which special signs or signals on the freeway 
and on associated ramps can be actuated. 

When the operator detects a situation where the freeway traffic has 
come to a stop by virtue of some emergency, the monitor operator will 
dispatch an emergency vehicle of the appropriate kind (police, fire, 
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towtruck, and so forth). In addition, he can turn on signs or signals 
over the freeway upstream from the congestion, directing motorists 
coming from upstream to leave the freeway by the next available ramp, 
and he can actually control the speed signs. Then, by turning on 
signs or signals over the entrance ramps upstream from the conges- 
tion, the operator can direct motorists not to enter the freeway behind 
the congestion. As the emergency service arrives at the scene of the 
stoppage the operator will continue to observe the operation via his 
TV monitor system. 

When traflic movement has been resumed, he will restore the special 
signs and signals over the freeway and ramps to the normal condi- 
tion. In addition to controlling the usage of an entire roadway of 
the freeway, by means of signals over individual lanes, the operator 
can control lane usage. 

* * * The second installation which may come into being in 1960 
involves a freeway in the Houston, Tex., area. Here the data-gather- 
ing device will be automatic speed-measuring equipment. The speed 
of traffic will be measured at locations which are subject to accidents 
and congestion. The presence of a low speed will be taken as an in- 
dication that trouble exists and will be used to operate warning signs 
upstream from the trouble area. Although this system does not de- 
pend on the detection of traffic conditions by a human operator, it 
depends on a measurement. which indicates that trouble already 
exists—it does not indicate imminent trouble. 

* * * The second stage of freeway control is characterized by the 
installation of equipment on the vehicle to assist the driver, whereas, 
in the first stage, no particular equipment on the vehicle will be re- 
quired. The additions to the vehicle during this stage will permit 
improved communication between the system and the vehicle, the pro- 
vision for communication between the vehicle and the system, and the 
addition of such driver aids as automatic brakes. Just as planes using 
major airports must carry radio equipment and certain instruments, 
it is visualized that vehicles using a freeway system may be required to 
carry special radio equipment. Initially, this would be a simple re- 
ceiver which would permit the reception of voice broadcasts from a 
central control station. These voice messages would be produced by 
use of groups of recordings which would be selected by a computer 
and fed to the appropriate radio transmitter. By means of this 
improved communication between the traffic control system and the 
driver, it will be possible to supply the driver with much more detailed 
information than is possible with signs and signals. This would be of 
considerable benefit in directing traffic over alternate routes and 
explaining the reason why diversion is being required. 

Later, the communication between the system and the driver will 
be broadened to include the transmission of other information in addi- 
tion to voice messages. As an example, it would be possible to provide 
dashboard indications within the vehicle rather than depending en- 
tirely on external signs and signals. Still later, equipment will be 
available by which the driver of the vehicle can signify to the system 
such information as his desired destination. 

It is visualized that these features may be realized over the period 
1965 to 1968. 
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Stage three * * * the greatest factor now limiting the capacity of 
freeways is the necessity for a human to guide and control the vehicle, 
By the provision of automatic brakes and some method of automatic 
guidance, vehicles will be able to operate closer together, and freeway 
capacities can be increased by at least 100 percent. 

At least three companies are known to be working on vehicular 
guidance techniques. Generally, guidance of automobiles requires 
the provision of a wire or strip on or in the roadway; each vehicle 
is then equipped with a detector by which it traces the path of this 
wire or strip. When the vehicle tends to deviate from the prescribed 

ath, a corrective action is called for. In the early developments, the 

river will be signaled via indicators on the dashboard; he will then 
make the necessary manual steering corrections. In later develop- 
ments, the call for corrective action will be fed to an automatic control 
unit which actuates the power steering of the vehicle to make the nec- 
essary correction. 

With the advent of automatic guidance and the other devices pre- 
viously described, once a driver has entered the freeway system he can 
relax until time to leave the freeway. The freewa will furthermore, 
carry greater volumes of traffic at acceptable speeds without accidents 
and without delays (pp. 240-244). 

William Vickrey, professor of economics, Columbia University 

* * * My purpose in appearing here before you today is to lay 
before you certain pee for promoting the efficient utilization 
of transportation facilities that have only recently become techno- 
logically realizable. These possibilities have not, I believe, as yet 
been given adequate consideration in the planning of transportation 
facilities. As recently as 1955, Dick Netzer, economist for the Fed- 
eral Reserve Bank of Chicago, in speaking on highway finance to a 
meeting of the National Tax Association, remarked: “* * * we sim- 
ply cannot link prices, costs, and demand for every unit of highway 
service: We cannot construct a tollgate at each and every intersec- 
tion, and there is no way of ‘metering’ highway service—like electric 
or water service, for example—that would take a meter on each ve- 
hicle which records not only mileage, but the kind of road used, the 
time of day, and so on. * * *” This may have been true enough at 
the time he spoke, but recent technological developments in electronics 
have placed within reach and within reasonable cost the possibility 
of assessing against the users of the metropolitan streets and high- 
ways a set of charges that can be tailored about as closely to the costs 
occasioned by the actual usage as these costs themselves can be esti- 
mated. This can be done without interrupting or even slowing the 
flow of traffic, and at a cost that will be minute compared to the sav- 
ings produced in inducing a more economical and less congested pat- 
tern of traffic flow and a more economic apportionment of traffic be- 
tween the various available modes of transportation. It would, more- 
over, go far toward solving the financial problems associated with the 
provision of the expensive facilities required to provide adequate 
transportation in a modern metropolis. 

* * * within the Washington metropolitan area, costs per lane- 
mile for the additional construction contemplated under the “auto- 
dominant plan,” plan I, over and above that provided for in the 
vevanianeasitatl plan, plan IV, amount to some $3 million for the mile- 
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age within the District of Columbia, as compared with only $600,000 
per lane-mile in the remainder of the metropolitan area, even though 
this latter construction still involves some fairly heavily built up 
areas. A gasoline tax that might be an appropriate charge for the 
use of rural highways thus becomes totally inadequate to provide a 
reasonable approximation to the cost for users of the metropolitan 
streets and highways. 

* * * If we compare the “auto dominant” plan I with the “recom- 
mended” plan IV, we find that the difference in capital costs for high- 
way construction is $568 million, while the difference in the cost of 
parking facilities is another $125 million, a total of $694 million (see 
p. 48 of the “Transportation Plan”). If we ask what this extra $694 
million is providing for, we find that the difference in the number of 
passenger trips by private automobile is 250,000 per working day. 
But of these, something over half are nonrush-hour trips that would 
have been adequately accommodated on the smaller highway system 
without undue congestion; the trips that actually gave rise to the 
need for the larger highway system are the rush-hour trips, which 
can be estimated at roughly 108,000 per day. Using an average of 
1.8 passengers per car, and converting to a round trip basis, this gives 
30,000 car round trips per day during the peak traffic periods (see p. 
51 of “Transportation Plan”). Dividing the difference in invest- 
ment by the difference in car round trips, we find that for each car 
that makes a daily round trip during the rush hours, an investment 
of $23,000 must be made to provide the needed roadway and parkin, 
space. Or to put the matter in somewhat. larger terms, for each 
1,000 cars added to the daily rush hour traffic, $23 million, more or 
less, must be spent on highways and parking facilities to maintain 
the flow of traffic at the same standards of freedom from congestion. 

* * * Assuming that some figure of this general magnitude is valid, 
it would be very much in order, before embarking on any plan involv- 
ing expenditures on this scale to ask just how many people who drive 
their car to work during the rush hours would be willing to continue 
to do so if the car they had to use cost them $25,000 instead of $2,000? 
Or to put it another way, how often would the average driver be will- 
ing to pay $4 or so per round trip for this privilege, so as to amortize 
this $23,000 investment on the basis of 250 working days a year and 
4 percent interest? All this, of course, would be over and above the 
cost of maintaining and operating the car itself. And if the average 
driver, or even a substantial number of them, would not be willing 
to make such a payment, but would rather use a reasonably adequate 
mass transit facility, is it proper to spend the money in this way for 
him, make no charge or only an inadequate charge for the use of 
the facility, and then levy added taxes on him as he and others abandon 
mass transit and swarm over the “free” facility ? 

It is no use arguing that in some average sense the average motorist 
pays for what he uses through higher gasoline taxes or higher license 
fees, or even through higher property taxes or income taxes. Unless 
the amount he pays is made to vary specifically with the amount of his 
own individual rush-hour usage of the highways, the results can be 
disastrously expensive. The situation is somewhat comparable to 
what sometimes happens when a group meets at a restaurant and de- 
cides,.in. order to reduce the bookkeeping, that the group bill will be 
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split evenly among the members. Unless the members of the group are 
unusually unselfish in their behavior, what frequently happens is that 
everyone finds himself eating a high-priced steak dinner, and of course 
paying for it, since no individual will be able to reduce his own share 
of the group bill very much by his own self-restraint, even though most 
or ” the group would have preferred to economize with the 
oulash. 

oes In the absence of any pricing of highway usage, we seem to 
be faced with the following dilemma. Either we construct a highway 
system of extravagant proportions, which, while no greater than 
needed to carry its volume of traffic without congestion, is neverthe- 
less much larger than the users would be willing to pay for if they had 
their choice between paying their share or doing without the facility 
or with one less ample, and being relieved of the corresponding share 
of the cost. Alternatively, we construct a highway system that is 
severely congested during rush hours, sufficiently so that many resort 
to rail transit as the better alternative, if that is available, or possibly 
to bus transit if the buses can be sufficiently insulated from the im- 
pact of congestion, itself an expensive arrangement to provide. Nor 
1s there any particularly attractive middle ground. Specific pricing of 
highway usage is needed, and needed badly. 

In terms of recent and current technological developments, there 
are a least two reasonably feasible methods of assessing specific 
charges for the use of the metropolitan streets and highways in close 
correspondence to the nature wall amount of use. The basic principle 
in both of them is that an automatic record is made of the indentity of 
cars passing a number of checkpoints. These records can be made 
without any need for the continuous presence of personnel at the 
checkpoints, and without any need for the cars to slow down. These 
records are then taken to a central processing center, where the records 
are transferred automatically to magnetic tape, and are then sorted 
by a digital computer, which, when it has assembled all of the records 
pertaining to a particular car, will determine an appropriate charge in 
accordance with the time and location of these various records, and 
prepare an itemized monthly bill ready for mailing to the registered 
owner of the car. 

The two methods differ primarily in the method by which this 
initial record is made. One of these methods is electronic, the other 
photographic. While each of these methods has some advantages 
that the other lacks, the present discussion will deal primarily with 
the electronic method, since this is at the stage where a working model 
is available. 

The other major part of the system consists of digital computer 
operations which, while they are well tried and proven in other appli- 
cations, are still a very recent development of only the past 7 or 8 
years, so that the capabilities of the equipment are still of consider- 
able novelty. While the volume of the original records to be gener- 
ated may at first seem vast, and the problem of sorting and handling 
this mass of data may seem overwhelming, computers are now avail- 
able capable of dealing with this data at reasonable cost. Moreover 
the rate of improvement in this field is so rapid that by the time 
serious consideration is to be given to actual installation of such a 


system, this cost will have been doubtless further reduced (pp. 466— 
469). 
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Warren J. Vinton, Montgomery County Citizens Planning Associa- 
tion 

* * * it seems to us that the survey should have sought to deter- 
mine what direct sanctions, such as road tolls, or admission charges 
to the central city, reduction or the abolition of street parking and 
an increase in offstreet parking charges would be necessary to insure 
a much greater reliance on rapid transit and obviate the taking over 
of massive downtown areas for service of the automobile (p. 79). 


New Forms or TRANSPORTATION 


O. Roy Chalk, chairman of the board and president, D.C. Transit 
System, Ine. 

* * * we strongly recommend the infusion of initiative, imagina- 
tion, and a spirit of innovation into our thinking. This transporta- 
tion plan lacks these features and perpetuates the old. D.C. Transit 
proposes for serious consideration a truly modern system of mass 
transportation. It is no secret that the experience and studies of D.C. 
Transit lead it to the conclusion that the only truly modern system is 
an attractive, safe, high-speed monorail. We are not talking about 
the monorail system investigated by the survey’s engineers and found 
to be unsuitable for Washington. ‘We present instead a system which 
has been designed, engineered, and perfected by one of the Nation’s 
leading aircraft manufacturers, the Lockheed Aircraft Corp. D.C. 
Transit is prepared, with appropriate Government assistance, to go 
forward with the installation of the system. With such aid, the first 
line could be constructed and in operation within 2 years following 
the acquisition of the necessary rights-of-way, if such rights-of-way 
were deemed necessary. 

* * * The D.C. Transit System in its first brochure has suggested 
116 miles of monorail covering major areas of the District and its 
environs, extending to the major airports, and proposing a system 
which is both long-range in character and very necessary at the soon- 
est possible moment without waiting until 1980 (pp. 601, 603). 


Raymond L. Tolbert, president, Potomac River Port Association, 
Washington, D.C. 


* * * One possible source of relief has, I believe, not been ade- 
quately explored. I refer here to the technological advances being 
made in the field of hydro-air vehicles. These vehicles, supported by 
a cushion of air, are capable of carrying a large payload at high 
speeds over reasonably level terrain, over water, or even over ice and 
snow. I should like to invite consideration by this committee to 
utilization of these vehicles on the Potomac River as one main arterial 
route into Washington for the movement of large numbers of com- 
muters to and from collection points as far south as Quantico and as 
far upstream as Chain Bridge. In this use of hydro-air vehicles 
there would be no costly construction of highways, the “highway” is 
already in place; there would be no right-of-way problems; no dis- 
possession of property owners; and no pavement repairs. There 
would, of course, be need for terminals and pickup stations. 

This is not a vision of the distant future. Vehicles utilizing the 
hydro-air dynamic principle have been successfully demonstrated in 
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this country and in England. The English vehicle, as reported in 
the press, recently made a crossing of the English Channel, and 
Saunders & Roe, Ltd., the builders, are designing a larger model for 
an Atlantic Ocean crossing (p. 269). 


Use or Exitstine Rarroaps 


W. W. Patchell, vice president, special services, the Pennsylvania 
Railroad Co. 


* * * T know, and the experience in Toronto can prove, that the 
recommendation for the rail rapid transportation system along the 
heavy traffic corridors is a wise one and, if properly carried out, will 
prove in the future to have been a very wise investment. 

In the meantime, while the overall system is being developed, Wash- 
ington can begin to enjoy efficient suburban rail transportation in an 
effort to alleviate its traflic congestion and reduce immediate construc- 
tion demands and costs for the total system. 

* * * the facilities of the Pennsylvania Railroad * * * are avail- 
able today to carry peak-hour loads and can be developed and operated 
under contract with the railroad at a minimum total] cost to the public. 

* * * The existing rail facilities could be made a part of both the 
present and future transit system with relative ease, especially since 
Union Station will be located on the proposed E Street subway route, 
only 6,000 feet from the downtown center of the system. 

By ‘utilizing these facilities, this particular portion of the plan 
could be put into effect in a minimum time by the proposed regional 
organization simply by contracting with the railroads for the service 
they feel necessary and use of facilities to carry the peak loads from 
these various areas. 

With continued utilization under contract, these rail facilities could 
be preserved and would be available for us in the future system, to 
save the public money by being used to carry the peak-hour loads and 
eliminate the future need for additional facilities when land use is 
at a premium and costs have increased further. Should the future 
dictate the need for rail rapid transit along these same routes, as we 
believe it will, just the fixed charges on the cost of new construction 
will be far greater than the cost of. using and maintaining the existing 
facilities. 

Gentlemen, the Pennsylvania Railroad is ready and willing to co- 
operate with any public body which is interested in the use of these 


facilities and the operation of such services as the public may require 
(pp. 399, 400). 


C. E. Bertrand, general superintendent, transportation, the Baltimore 
& Ohio Railroad Co, 


* * * The B. & O. Railroad cannot assume the burden of additional 
commuter traffic in the Washington area if that traffic is to be handled 
in the traditional manner. We are operating the present service at an 
out-of-pocket loss of over $400,000 per year, and this loss continues 
to grow as volume continues to fall off and be diverted to the new 
expressways which are already completed or being completed at a 
rapid pace. The new four-lane highway between Frederick and 
Washington (Interstate 70) is a recent example. 
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Moreover, a mere restoration of commuter volume would not make 
this service pay for the B. & O. This, for the reason that there would 
necessarily be much idle time for both the additional crews and addi- 
tional equipment since commuters require service solely in the early 
morning and late afternoon. 

Nevertheless, existing railroad facilities should be able to provide 
the most efficient and economical means of handling this mass passen- 
ger transportation, despite the peculiarities and difficulties. When I 
say “most efficient” and “economical” I would, of course, include all 
cost factors entering into the picture, including the investment costs 
for new highways, city streets, and parking facilities. 

If the authorities in the District are willing to depart from tradi- 
tion and think of rail commutation service in different terms, the B. & 
QO. would be interested in entering serious discussions of the subject. 
By this I mean that if portions of the B. & O. property could be in- 
tegrated into the proposed plan for the rendering of the new service, 
we would be willing to explore whether this could be done on terms 
that would be satisfactory. One of the factors that would weigh heav- 
ily with us in this connection, as with any established business, would 
be the assurance of a fair return on that portion of our investment re- 
quired for this service (pp. 436, 437). 


Standley D. Forsythe, general superintendent of engineering, Chicago 
Transit Authority 

* * * we have found in Chicago that with the falloff in the through 
passenger traffic that many of the railroads are anxious to work out 
agreements with us whereby they can either lease us a portion of their 
right-of-way in order to put in our own tracks or sell us a portion of 
their right-of-way. 

* * * if it has not been thoroughly explored, I think you will find 
the railroads far more receptive to an approach like that than they 
were 5 years ago. 

* * * it seems to me in any sort of prudent planning that where 
there is such a diversity of opinion between those who would put 
rapid transit in the last phase of the planning and those who would 
put it in the first phase of the planning, that it would seem like a 
prudent business to include at least a part of it, that one which would 
do the most good in the very earliest part of the planning, and let. it 
demonstrate itself; and I am rather confident that it would demon- 
strate itself. 

* * * T did not mean to suggest the possibility of intermixing on 
the same track freights, through passenger trains, and rapid transit 
trains. 

I rather meant to leave the impression that in some instances these 
rights-of-way are sufficiently wide so that you might use a portion of 
the right-of-way rather than taking property off of the tax rolls. 

Representative Brornms. Actually constructing new rails then? 

Mr. Forsyrue. Either construct additional rail facilities or lease 
or buy from the railroad the rails that are there, and then use them 
for rapid transit purposes solely and exclusively. You get into too 
many problems if you try to work on the same rails (pp. 141, 142). 
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Brig. Gen. Alvin C. Welling, member, Board of Commissioners of 
the District of Columbia 

* * * I have long ago concluded that we should as promptly as 
possible institute an attractive rail service for transporting commuters 
to and from the District. 

I would determine that much of the regional transportation load 
could be physically handled by the railroad lines now extending into 
the city. 

To render such an operation financially feasible, Government as- 
sistance would be required to furnish or help furnish the finest type 
of modern rolling stock and the broadest kind of parking facilities at 
intermediate stations. 

Further Government assistance may be required in the form of tax 
exemption in order to assure the railroads of a fair rate of return. 

Initially distribution from Union Station could be made by buses 
operating on one-way streets. Eventually rail cars would come into 
the lower level at Union Station and continue downtown in the sub- 
way section. 

The railroads, in turn, would have to be flexible and imaginative 
in their approach. They would have to forget the aversion to pas- 
senger service generated during years of deficit operations. They 
would require the ingenuity and determination of the men who 
founded the Nation’s railroad system. 

* * * here is the main line of the B. & O., and I remain to be 
convinced that if we are not going to get the massive Federal con- 
tribution to do this, put in the black [subways], that we cannot get a 
sizable performance out of the existing red [railroads] (pp. 834, 848). 


Gordon J. Thompson, Ewecutiwe Secretary, Metropolitan Planning 
Associates, Consultant to Citizens Transit Improvement Association 


* * * we believe that the area needs a balanced, a truly balanced 
transportation system to include highway projects, motorbus routes, 
trolley coach lines, street railway lines, light-volume rapid transit 
lines and railroad and intercity bus commuter service. Now on this 
map we have shown only two of these features. Those are the light- 
volume rapid transit lines with the present street railway system in- 
tegrated into this network, and the highway system. 

* * * The light-volume rapid transit system we believe could be 
started almost immediately. The first line that we recommend is the 
belt line, which would emanate in a subway downtown, and the subwa 
would extend to Georgetown. From Georgetown it would follow the 
existing Cabin John street railway line to Dalecarlia Reservoir. 

The Baltimore and Ohio-Georgetown freight branch through the 
heart of Bethesda, and up to Woodside, Md., where it meets the main 
las *? © 

Then from Woodside, Md., down to New York Avenue, that is pass- 
ing through Silver Spring, Takoma Park, we would utilize the right- 
of-way of the Baltimore & Ohio Railroad. I want to stress utilize 
right-of-way, not the tracks. 

The railway was constructed, or I should say structures along the 
railroad were constructed, to accommodate four tracks, and the B. & O. 
Railroad only has two tracks on their right-of-way, so the two ad- 
ditional track spaces would be utilized for the rapid transit. 

54060—60——4 
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* * * In showing the ultimate network of light-volume rapid transit 
lines which could serve the region by 1980, allow me to make a com- 
parison with the MTS. 

* * * Exhibit 1 portrays the MTS-recommended rapid transit lines. 
It can be seen that it does not very adequately cover the urban area. 
In fact, because it sticks to highways for its alinement, it misses the 
great urban expanse of Wheaton-Glenmont, and terminates in a re- 
gional park which will never be urbanized. By comparison, exhibit 
2 shows the rapid transit network which, if built on light-volume 
rapid transit principles, could much more adequately serve the urban 
area and could be built for about half of the cost of the MTS rapid 
transit and express bus system. You may be overwhelmed by the 
number of lines shown on this map, and wonder how this system could 
cost less than the small, inadequate MTS system. Much of this light- 
volume rapid transit network is already in existence in one form or 
another. Many segements of it are already operating as the present 
street railway system. Other segments already have tracks which 
would be used ; others have roadbeds which would be used ; others have 
rights-of-way which would be used. The amount of brandnew con- 
struction is relatively small. Although it does not apply precisely 
to the network shown, the following quote from our 1955 plan should 
demonstrate the advantages of using existing facilities. This state- 
ment applies to the suburban rapid transit lines, exclusive of the street 
railway system: “* * * For a rapid transit network of 129.1 double- 
track miles, 10.1 miles are virtually completed; 119.0 miles of power 
distribution facilities must be erected ; 99.8 miles of double track must 
be laid; 65.2 miles must be graded; 5.5 miles of right-of-way must 
be acquired; and only 9.5 miles of major construction—usually asso- 
ciated with rapid transit proposals—must be accomplished.”+ One 
hundred and ninety-six miles of route were to be operated over this 
track network. 

The lines shown on exhibit 2 penetrating into the suburbs include: 

1. The belt line. 

2. A “Potomac Ridge” line via the Cabin John trolley line extended 
to the circumferential freeway near Carderock. 

3. A “Maryland” line via the Baltimore & Ohio Railroad right-of- 
way and the former Branchville trolley line extended to the Depart- 
ment of Agriculture Plant Industry Station just beyond the circum- 
ferential freeway. 

4. A “Montgomery” line via the belt line, a former interurban rail- 
way roadbed, and the Baltimore & Ohio Railroad right-of-way to 
Rockville. 

5. A “metropolitan” line via the belt line, the Baltimore & Ohio 
Railroad right-of-way, and the median strip of Connecticut Avenue 
extended to Aspen Hill. 

6. A “New Hampshire” line via the belt line, a power transmission 
line right-of-way, and New Hampshire Avenue to Xaverian College 
at the circumferential freeway. 

7. A “Pennsylvania” line (using rectifier cars capable of operating 
on 600 volts d.c. in the downtown subways and 11,000 volts a.c. of the 


+1955 Public Transit Master Plan for Metropolitan Washington, D.C.,” Metropolitan 
Planning As eciates, Washington, D.C., August 1955, p. 62; Library of Congress call No. 
™™4491.W4W7. 
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existing Pennsylvania Railroad electrification) via the Pennsylvania 
Railroad tracks and the median strip of the circumferential freeway 
to Greenbelt. 

8. A “Prince Georges” line via K Street rebuilt as an expressway, 
Benning Road, the roadbed of the former Seat Pleasant trolley line, 
and the roadbed of the former Chesapeake Beach Railway to Ran- 
dolph Industrial Center and Ritchie on the circumferential freeway. 

9. A line in Pennsylvania Avenue and the median strip of Mary- 
land route 4 through District Heights to the circumferential freeway 
at Forestville. 

10. A “Suitland” line via the median strips of the Suitland Park- 
way and Branch Avenue with spurs to Suitland Government employ- 
ment area; Hillcrest Heights; and in the median strip of the circum- 
ferential freeway to Andrews Air Force Base. 

11. A “Bolling” line via the Baltimore & Ohio Railroad, South 
Capitol Street, and Indian Head Road to Kerby Hill beyond the 
circumferential freeway. 

12. A “Commonwealth” line, via the Richmond, Fredericksburg 
& Potomac Railroad and Commonwealth Avenue to Alexandria with 
spurs to Hunting Towers and to Belle View. 

13. A “Shirley” line in the median strip of Shirley Highway to 
the GSA Franconia Warehouse beyond the circumferential freeway 
(near Springfield). 

14. An “Arlington” line via the Washington & Old Dominion Rail- 
road tracks and the median strip of Arlington Boulevard to the cir- 
cumferential freeway at Merrifield. 

15. An “Old Dominion” line via the median strip of Arlington 
Boulevard and the Washington & Old Dominion Railroad tracks to 
the circumferential freeway at Dunn Loring. 

In addition to the lines proposed, it is recommended that certain 
rights-of-way be prepared or reserved for later expansion of the rapid 
transit network. These provisions include: 

16. Old Dominion Drive through McLean to the circumferential 
freeway. 

17. The median strip of River Road rebuilt as an expressway to the 
circumferential freeway and as a limited access highway beyond. 

18. The Baltimore & Ohio Railroad right-of-way between the 
“Metropolitan” line at Kensington and the “Montgomery” line at 
Spring Lake Park. 

19. The median strip of Columbia Road toward Baltimore. 

20. The power transmission line right-of-way from Chillum toward 
Baltimore. 

21. The median strip of the Annapolis Freeway to Annapolis, 

22. The Chesapeake Beach Railroad grade toward the bay. 

23. The median strip of Branch Avenue. 

24. The median strip of Indian Head Road. 

25. Quaker Lane and the power transmission line right-of-way 
through Rose Hill Farms. 

26. Richmond, Fredericksburg & Potomac Railroad right-of-way. 

27. Washing*on & Old Dominion Railroad tracks to Dulles Inter- 
national Airport. 

As the service to the community is not readily comprehended from 
a map of proposed rapid transit lines, I offer exhibit 3, which shows 
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the locations of rapid transit stations as proposed by the MTS. Each 
black dot represents one-quarter-mile radius—an acceptable walking 
distance from the station. It can be seen that the station spacing 
does not allow many potential passengers to reach the rapid transit 
by walking. Therefore, parking lots and feeder bus routes must be 
more extensive, and thereby less economical. This factor also, of 
course, cuts down considerably upon the attractiveness of rapid tran- 
sit service, and enables the MTS to allocate many more commuter 
trips to automobiles in order to justify limited access highways in 
the urban areas. By contrast, the stations on the light-volume, rapid 
transit network would offer a tremendously improved area coverage, 
as shown by exhibit 4. Nearly every neighborhood in the metropoli- 
tan area—especially in the more densely populated inner urban area— 
would be within walking distance of fast transit service to downtown 
and other major destination (pp. 906, 907, 927, 928). 


Hilliard Goodman, executive vice president, Citizens Transit Im- 
provement Association 

* * * I want to offer for the record a statement from the District. 
of Columbia Highway Department which shows that no bridges under 
construction or programed make any provision whatsoever for rail- 
way rapid transit: 

You are advised that our plans do not contemplate provisions for fixed wheel 
vehicles in any bridge under construction or in the programing stage. 


This is a very shocking statement in my opinion. 


This is true of Potomac River and Anacostia River bridges, and also the 
Washington Channel Bridge which forms an extension of the Southwest Free- 
way to the 14th Street Bridge (p. 909). 


Dr. Waldo Schmitt, Department of Zoology, Smithsonian Institution 


* * * No city in the United States has railroad facilities better 
laid out and less used by commuters than Washington, D.C. The 
reason is easy to see and the solution is a simple one. All commuter 
trains at present servicing this area, and there are but a few of them, 
end or originate in Union Station which is at an inconvenient dis- 
tance from the major centers of employment in this city, both Fed- 
eral and private, and from the principal shopping district as well. 

This accounts for the poor patronage. The solution: Make it pos- 
sible to bring the tracks nearest the centers closer to them. That can 
be done most economically by running a subway from just below the 
Department of Agriculture to 12th Street and Constitution Avenue, 
thence westward through the Mall, in which its construction would be 
largely a steam shovel job, up Virginia Avenue to meet the B. & O. 
track lines just across Rock Creek (pp. 964, 965). 


Harland Bartholomew, Chairman, National Capital Planning Com- 
mission 

* * * We believe that the representatives of the Pennsylvania and 
Baltimore & Ohio Railroads made a significant contribution in the 
constructive proposal to make use of railroad lines for certain com- 
muter services, and we would recommend that the Federal corpora- 
tion, if created, make an early investigation of the possible use of this 
service, 

Of course, it has limited value because it touches only a relatively 
small segment of the population to be served, but in that respect it 
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does have real value. While it is true that the past record of some 
rail transportation commuter lines is not favorable, there are notable 
instances where the application of modern methods to rail rapid 
transit have resulted in marked increases in public use; for example, 
in Toronto and Cleveland (p. 962). 


CovERAGE OF THE SYSTEM 


Herbert W. Reichelt, president, Board of County Commissioners, 
Prince Georges County, Prince Georges County Planning Board 


* * * The recommendation that future transportation require- 
ments in the region are met by a combined system of expressways and 
rapid transit facilities is, therefore, endorsed as the most realistic so- 
lution. However, we wish to express our grave concern over what 
appear to be inadequacies in the portions of the suggested transpor- 
tation plan affecting Prince Georges County. Our concern stems 
from the acceptance of the population estimates contained in the re- 
port which clearly indicate that Prince Georges County is now, and 
will continue to be, the largest of the suburban communities in the 
region in terms of population. Thus, while accepting the recommen- 
dation of the report in principle—that is, that a combined highway 
and rapid transit system must be provided—the Prince Georges 
County Commissioners are unable to agree with the suggested corri- 
dors of rapid transit and expressway facilities as they relate to our 
county (p. 718). 

Arr PoLLuTION 


Dr. L. E. Burney, Surgeon General, U.S. Public Health Service 

Review of the recommended transportation system with respect to 
the potential engine exhaust emissions in 1980 indicates— 

(1) Exhaust emission during peak hours in the central sector 
would remain at about present levels; 

(2) Exhaust emissions per day in the entire area would be 
about doubled. 

Under these conditions some increase in adverse effects from ex- 
haust pollution could be expected, but the degree of such increase 
cannot be estimated with precision. Devices are currently under de- 
velopment which are confidently expected to reduce the quantities of 
combustible gases discharged in automotive exhausts. These devices 
could be expected to compensate fully for the potential increase in 
exhaust emissions in 1980, providing their attachment and mainte- 
nance are required by law. 

This conclusion is, of course, valid only within the scope of our 
present limited knowledge concerning the long-term health hazards 
of air pollution. As research progresses it may be determined that 
current levels of pollution from motor vehicles either cause or con- 
tribute seriously to chronic diseases such as cancer, emphysema, and 
certain kinds of heart disease. In such case the premise upon which 
the above conclusion is based would have changed and additional meas- 
ures would have to be taken further to reduce automotive exhaust to 
a safe level (pp. 214-215). 
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Civi DerensE 


Lewis E. Berry, Assistant Director for Plans and Operation, Office 
of Civil and Defense Mobilization 

There are several inclusions in this plan which are of special sig- 
nificance to civil defense operations: 

1. The network of freeways. 

2. The circumferential routes embodied in the plan. 

3. The major arterials which complement the freeway system. 

4. Reverse-flow operation on freeways as indicated in ap- 
pendix F. 

These four major components will lend a flexibility to civil defense 
traffic regulation and control provided they are integrated into the 
Washington area survival plan. * * * 

The creation of a network of freeways such as the one portrayed in 
the plan certainly would be a step forward insofar as the national 
highway development program is concerned. However, in the field 
of civil defense we must consider the assumption that, in the 1960's, 
ICBM’s at a speed of 15,000 miles an hour will assume the strategic 
role now held by piloted bombers, thus reducing tactical] warning time 
to 0 to 30 minutes. If this assumption is correct, it means that by 
the time such a freeway development could be completed it would not 
be practical for preattack evacuation purposes. Shelter and post- 
attack evacuation would assume the important role that is today a 
combination of shelter and preattack evacuation. Hence, certain as- 
pects of the national shelter program should be incorporated in this 
plan, such as prototype structures in under-street shelters and the Fed- 
eral highway program patrol and maintenance facilities (pp. 816, 


817). 
ROLE OF EXISTING TRANSIT COMPANIES 


OperATION or Transrr Facmirres py Existing ComMpanies 


Elmer B. Staats, Deputy Director of the Bureau of the Budget 
* * * every opportunity should be given to private enterprise to 
operate and finance appropriate parts of the proposed integrated 
mass transportation system, especially the express bus service and 
downtown parking facilities (p. 15). 
Manuel J. Davis, representing the A.B. & W. Transit Co., and the 
W.V.& M. Coach Co., Ine. 


* * * We are opposed to the rapid transit plan set out in the trans- 
portation plan for the National Gapital region as it is not only in- 
feasible but will ultimately destroy existing private enterprise. We 
are in general agreement to a plan of expressways with a privately 
owned transit system providing an expressway bus system and con- 
tinuing the existing transit service. We cannot support parts of the 
proposed plan which do not support themselves. 

* * * Unlike most transit operations within the United States, 
the Virginia companies are experiencing an increase in transit 
co. .- >? 

The most important single item within the plan which was not 
significantly brought forth was the relocation of suburban employ- 
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ment. centers, the resulting shifts in complementary population and 
the obvious result of increasing intra-area trips, and please note I have 
italicized “intra-area trips,’—and not interarea trips, and again | 
italicize “interarea trips,” to and from the District of Columbia. In 
fact, practically all of the planning has been based upon interarea 
trips with little or no emphasis upon intra and/or, circumferential 
trips. This, we believe, has led to an erroneous conclusion. 

The most pointed example of the above was the construction of the 
Pentagon and the shift in population from the District of Columbia 
and Maryland to Virginia. People want to live within close prox- 
imity of their work. Another example was the location of the 
Applied Physics Laboratory in Howard County, Md. Population 
shifts are now occurring and new subdivisions are being constructed 
rapidly. Other suburban centers which will contribute heavily to 
increased intra-area trips will be the Vitro plant, the Bureau of Stand- 
ards, the Atomic Energy Commission, and the Central Intelligence 
Agency. 

The results are indeed startling. The expanded number of 1980 
trips that is anticipated from a 50-percent increase in regional popu- 
lation cannot support a tripling of the highway and transportation 
system. 

The sole proposal for assisting the intra-area trips, as stated in the 
report, was as follows: 

The only logical solution to the transportation problem of the new metropolitan 
area is to provide a new form of transportation so attractive that many rush- 
hour travelers to downtown will use it and thus leave space on the highways for 
those who must use their automobiles on these new nondowntown trips. 

Nothing was said of express bus service on the circumferential 
facilities to assist in the problem or the expansion of intra-area bus 
service. Such service is in operation today between the Pentagon 
and Springfield, Va., for example, and between Fairlington and the 
Pentagon. 

* * * we would briefly like to offer the following summary: 

1. The Virginia companies have been offering transit service 
of high standards and with complete compliance to their Interstate 
Commerce Commission and Virginia State Corporation Commission 
certificates. 

2. The present transit service is efficient. It can be made more effi- 
cient and far more competitive with private automobiles, provided 
that a definite area of cooperation is established with traffic, planning, 
and highway departments. The degree of cooperation and the devel- 
opment of transit priorities will establish the limitations within which 
the transit companies can speed up their service. 

3. The rapid-rail service proposed in the plan cannot be supported. 
The express bus plan plus the continuance of existing transit service 
will be sufficient to service the region far beyond 1970. 

4. The bus equipment proposed by the report will be in use by the 
Virginia companies by the spring of 1960. 

5. The location of the proposed expressways are not fixed. A de- 
tailed second look should be taken after the presently planned ex- 
pressways are constructed to determine the future needs of the region. 

6. We support the need for areawide transit regulation and the 
provision for advice and assistance in traffic and highway matters. 
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7. We are unalterably opposed to a publicly owned transit operation 
based upon deficit financing. 

8. The Virginia companies have demonstrated their capabilities of 
operating existing service and the proposed express bus system with 
“paid up” and privately owned transit operations. 

9. The cost of the plan does not include the “feeder” operations and 
is therefore understated. 

10. Government policy should encourage the use of transit, not 
private automobiles, such as the elimination of free offstreet parking, 
revision and expansion of a staggered-hours program, inclusion of 
transit priorities in the Interstate Highway System. 

11. We are opposed to a plan that is not only infeasible, but a plan 
that will eventually destroy existing private enterprise (pp. 276, 287, 
291, 300, 301). 


O. Roy Chalk, chairman of the board and president, D.C. Transit 
System, Ine. 

First and foremost, Transit is shocked and amazed at the overrid- 
ing emphasis on public ownership envisaged by the Peneareoe 
»lan. Such an approach is inconsistent with American traditions of 
free enterprise. It assumes that private industry either cannot, or 
will not, supply the mass transit needs of this area. It reflects a com- 

lete lack of faith in the ability, capacity, and ingenuity of American 
erosion D.C. Transit does not subscribe to so defeatist an attitude, 
and submits that it is contrary to Congress’ settled policy of pro- 
moting and preserving private enterprise. We are alarmed by the ease 
with which the sponsors of this plan have departed from the funda- 
mental principles of our national heritage. The plan carries within 
itself the seed of destruction of all privately owned and operated mass 
transit companies in the metropolitan areas throughout our Nation. 
Such inroads on private property should be summarily rejected. This 
plan would be tantamount to congressional approval of a trend toward 
socialism which is repugnant to our very way of life. 

Congress’ attention 1s invited to the well-known record of munici- 

ally owned and operated mass transit systems in this country which 
is, and has been, a very unhappy one. The New York City and Bos- 
ton systems are, for example, notorious for their ever-increasing an- 
nual deficit and their lack of imagination, efficiency, and ability. 

Contrast this with the job by private enterprise. Throughout the 
country privately owned transit facilities have been operated profit- 
ably, while the municipally owned systems have averaged a loss of 
16.3 percent on their operations. Without exception, it 1s a matter of 
fact and record that a dollar in the hands of private enterprise will 
produce a multiple of a dollar spent by a governmental agency. 

* * * Transit’s experience here in the Nation’s Capital 1s a record of 
progress and achievement—a subject of great interest and encourage- 
ment to the industry throughout the Nation. To highlight a few of 
our accomplishments: We have arrested the trend away from mass 
transit by the riding public; we are already using today the bus 
depicted on page 6 of the transportation plan as the bus of tomorrow; 
by April of 1960, we will have 200 of these, and I am quoting now 
from page 6 of the transportation plan, “quiet, well-lighted, air- 
conditioned, and attractively appointed” buses in service in addition 
to the 100 placed in service during 1958; a total of 300 of the new 
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buses of 1980 are in town today or coming within a few months to 
complete the total of 300, with more ahead. 

More than 500 of our other buses have been repainted and re- 
furbished; and we have already instituted and are expanding express 
bus service. Contrary to the experience of our predecessor com- 
pany, our relations with organized labor and the public are excellent. 
We have undertaken a program of property modernization to provide 
the most up-to-date facilities for our employees, and are prepared to 
begin the construction of shelters for the convenience of the public. 
This recitation of but a few of Transit’s accomplishments here in the 
District of Columbia is not presented in a spirit of braggadocio. It 
is submitted to demonstrate the efficiency of private enterprise, not 
only here in Washington, but wherever challenging conditions con- 
front progressive management. This sort of exposition is essential 
if an informed selection is to be made as between public and private 
ownership and control. 

The committee is reminded that just over 3 years ago the question 
of public versus private ownership of transit in Washington was 
fully debated by Congress and Government ownership was rejected. 
Certainly, if conditions then, a time of strike and dissension, did not 
warrant governmental intervention, there can be no present justifica- 
tion for such action. 

* * * Now, sir, on the subject of the D.C. Transit franchise, lest we 
forget, the committee’s attention is directed to the fact that any mass 
transportation plan for the Washington metropolitan area is in- 
extricably related to the act of Congress of July 24, 1956 (Public Law 
757, 84th Cong.), granting to the D.C. Transit System an exclusive 
franchise to operate the mass transportation system in Washington, 
D.C., for a minimum period of 20 years and as long thereafter as it 
continues to provide a good _— transportation system. That fran- 
chise is a binding contract by Congress awarding certain rights and 
exacting certain obligations. 

* * * Obviously, the proposed transportation plan is legally in- 
compatible with Transit’s franchise. We regard the latter as a bind- 
ing contractual obligation. The operation of any mass transit in the 
Washington metropolitan area by the Government would be a breach 
of this contract. It would be confiscatory and unconstitutional. 
These factors have been completely ignored by the pending proposal. 
They constitute another weakness of the plan and raise serious ques- 
tions of law. 

* * * Does the plan contemplate joint operation of trunk and feeder 
lines? Are the feeders to be under separate operation control? Is 
ownership to be split, and what of operation? Is the trunkline por- 
tion of the proposed system to be publicly owned and the feeder lines 
privately owned? ‘Transit finds no clear answer to these vitally im- 
portant questions. Instead, the proposal is vacillating, indecisive, 
and uninformative (pp. 595, 597, 599). 


John R. Meyer, professor of economics, Harvard University 

1. Two somewhat different types of Government regulation have 
been used to control the activities of private transportation companies 
in the United States. The first, and quantitatively the most important 
of these two, was pioneered by the Interstate Commerce Commission 
and is exemplified by the regulation used in the railroad industry. 
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The first type of regulation involves extensive sharing of the mana- 
gerial function between private business and the public regulatory 
agencies; it is aptly described as “joint public-private management.” 
Under this form of regulation, virtually no use is made of free com- 
petitive forces to protect the public interest. 

* * * 2. The other type of regulation is illustrated by the recent 
activities of the Civil Aeronautics Board. From a strictly legal stand- 
point, the second type of regulation may not be too different from the 
first type. But there are extremely important economic differences. 
The second type of regulation attempts to create, through appropriate 
franchising, an environment of limited but workable competition, and 
relies to a large extent on this competition to protect consumer inter- 
ests, especially in determining the offerings of different qualities and 
frequencies of services, 

* * * 3. When private (rather than public) enterprise has been 
used to provide urban transportation in the United States, the accom- 
panying regulation usually has been of the ICC type. The new pro- 
posals for the Washington metropolitan area follow this precedent. 

* * * 6. Strictly speaking, a regulatory agency able to employ the 
franchise principle and dedicated to the maximum use of competition 
could avoid the difficult regulatory questions involved in determining 
or setting fares. The agency simply would inspect the financial re- 
turns of the private companies and when profits became excessively 
high (greater than some preordained “fair rate of return’), the 
agency would franchise additional competitors. In reality, of course, 
such a policy would be difficult to execute, particularly with sufficient 
rapidity to avoid all unfortunate consequences. Consequently, even a 
regulatory agency operating on a workable competition principle 
probably would have to be concerned with establishing fares, at least 
on a tentative basis. Conceptually, maximum fares should be set. to 
yield a “fair return” on the costs of serving particular markets effi- 
ciently and at established levels of quality and service. Difficulties 
arise because of a need to define such terms as “fair return,” “effi- 
cient,” “established quality,” and “appropriate frequency of service.” 
However, in a franchise type of regulation the worst of these difficul- 
ties could’ be avoided or minimized if the agency. were willing to use 
certain auction procedures in the awarding of franchises. 

* * * 8. Once a tentative maximum fare schedule and number of 
feasible competitors for every important market have been established, 
an agency using franchises as the basic regulatory device should pro- 
ceed somewhat as follows: 

(a) If more than one carrier applied for a franchise on a par- 
ticular route, franchises should be granted up to the number that 
could be operated at an efficient level. In some cases, of course, 
the market might be so small that with even one operator not all 
scale economies would be exhausted; in these so-called natural 
monopoly cases, only one franchise should be granted. If the 
number of franchises which could be granted without seriously 
jeopardizing the efficiency of the system was less than the num- 
ber of applicants, the decision on which applicants should be 
granted franchises could be determined by (1) considerations of 
historical precedence in the market (1e., by “grandfather” 
clauses), (2) considerations of general quality (i.e., of the many 
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applicants which seem best prepared to provide a “high level and 
quality of service”), (3) by strict economic criteria. The use of 
strict economic criteria, though admittedly a substantial depar- 
ture from previous precedents, has several advantages in terms of 
resource allocation and consumer protection. The more obvious 
“economic” methods of reducing the number of applicants to an 
efficient number would be to (1) reduce the maximum permissible 
‘ates and ask the applicants to reconsider their positions until 
the number of applications have been reduced to the number of 
feasible franchises or (2) ask the different applicants to submit 
bids for the franchises and award to the highest bidders. (Ask- 
ing firms to submit bids on the lowest maximum fare at which 
they would render the service and then awarding the franchise 
to the low bidder is another but not as desirable alternative ap- 
proach to establishing the route awards on economic criteria. 
This procedure, unfortunately, implies awarding only one fran- 
chise per route and consequently eliminates a competitive check 
on operations in the interval between award and reconsideration 
of the franchise.) 

(6) If only one application is made for a route, the request 
should be granted by the regulatory agency. 

(c) If no applicants appeared for some routes, then the regula- 
tory agency could (a) ask the private companies to submit bids 
on how large a subsidy they would require to provide stipulated 
levels of service to the unsubscribed routes at existing maximum 
fares or (6) ask the companies to submit bids on the maximum 
fares at which they would be willing to provide the desired serv- 
ice. In either case, the franchise would go to the low bidder if he 
also met the usual requirements of financial stability and opera- 
tional performance. In essence, such procedures would not be 
different from any other government request asking private en- 
terprises to submit bids on performing certain services or for 
furnishing certain products. To avoid the misallocation of re- 
sources that usually accompanies cross-subsidization, any subsidy 
money preferably should come from general revenues, probably 
property taxes. However, if the auction method were used to 
allocate the more attractive franchises, there could be no substan- 
tial objection to using the proceeds from these auctions to help 
finance the subsidies. 

Of course, franchises should be reviewed periodically. If volume 
grew, some maximum rates or subsidies might be reduced ; conversely, 
1f volume declined, some rates or subsidies might need to be increased. 
Review would also be necessary to determine whether additional com- 
petition should be admitted to the unsubsidized routes (pp. 449-452). 


IMPROVEMENT OF ExIsTInG TRANSIT SERVICE 


Manuel J. Davis, representing the A.B. & W. Transit Co. and the 
W.V. & M. Coach Co., Ine. 

* * * Representative Brorntu. Do you feel that this trend, this 
national trend, toward the use of the private automobile can be stopped 
and possibly reversed insofar as this area is concerned, and we can 
get a larger percentage of our people to ride public transportation ? 
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Mr. Davis. We have not only thought that as of this day but we 
have appealed for assistance to the governmental agencies for a period 
of years, all with deaf ear. This is the first opportunity we have 
had to publicly voice our position with respect to the need and help 
that pablin transit needs, more particularly when it is owned and 
operated by private enterprise (p. 304). 

* * * No mention was made in the plan, nor were there any recom- 
mendations offered for assistance to privately owned transit com- 
panies so that a higher type of transit service could be provided. The 
plan assumes that an area of cooperation now exists between the transit 
companies and the traffic and highway authorities. 

A program of betterment of services could be initiated today pro- 
vided that traffic and highway departments would offer transit prior- 
ity and assistance on the streets and highways of the region. This 
area of cooperation exists in a general manner but there will be no 
major assistance until the authorities replace their auto-dominant 
thinking with transit-improvement thinking. Examples are evident, 
such as permitting transit the use of parkways by the Department of 
Interior and, secondly, basing highway and expressway Seeigi upon 
transit users’ desires and operations rather than solely upon auto- 
mobile operational features. 

The plan offers no assurance that existing transit service will be 
in operation as planned. There are no provisions for continued 
service. The plan only assumes that the Virginia companies will 
continue with existing operations. 

* * * There are several areas of conflict between transit operation 
and Government policy; namely, encouraging the use of transit as 
a means of commuter travel, whether municipal, State, or Federal. 
The areas are broad in scope and invariably overlooked. They begin 
by providing more and more inducements to private automobile use 
as a form of home-to-work travel. 

Offstreet. parking: The Federal Government. continues to encour- 
age automobile use by maintaining some 16,000 free offstreet spaces 
in the downtown area for its employees. The Federal Government 
also maintains over 9,000 free offstreet spaces at the Pentagon. There 
is no sound reason why the Federal Government should assume this 
cost. 

Staggered hours: Several attempts have been made to interest: the 
Bureau of the Budget in revitalizing the staggered-hours program. 
Such a program would lengthen the critical commuting hours of 
travel, not only affording the bus companies an opportunity to pro- 
vide better service but also providing a more efficient utilization of 
street and highway space. 

Zoning ordinance: Most zoning ordinances begin with the premise 
that people will continue to commute by transit in ever-decreasing 
numbers. Therefore, more and more ofistreet parking requirements 
must be provided. 

Highway program: The policy and the development of the inter- 
state highway program should now include median requirements suf- 
ficient to carry future transit commuter traffic in urban areas. This 

oint. is very important and stems back to what could be labeled the 
ginning of another cycle of automobile use inducement. The plan 
now is to bring more and more people into our central business dis- 
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trict in private automobiles requiring more downtown area for off- 
street storage with no inducement to increasing transit usage. 

These are but four areas of policy on autombile use that have a 
direct correlation to a transportation plan. They represent four 
positive steps that could be taken today to improve the transportation 
system within the National Capital region (pp. 296, 299, 300). 


O. Roy Chalk, chairman of the board and president, D.C. Transit 
System, Ine. 

The first and most obvious step is to determine whether ways and 
means exist under which present transit facilities can be made to do 
the job. Apparently, this approach has received little, if any, atten- 
tion. We contend that such ways and means do exist. They involve 
the imposition and vigorous enforcement of nope nnenerre traffic 
control legislation designed to exclude all but public transportation 
traffic from the central portion of the city during the rush hours of 7 
to 10 a.m. and 4 to 7 p.m., when the mass transit job must be done. 
Transit lanes consisting of entire streets and avenues for long lengths, 
half streets or single ‘Janes, depending on traffic conditions, would 
have to be established throughout the city. Downtown street park- 
ing should be eliminated, and expanded free fringe parking facilities 
provided with commercial loading and unloading operations restricted 
to other than peak hours. 

Staggered hours is another area of control that could bring about 
an alleviation of our problems. 

Given such conditions, D.C, Transit could, without question, provide 
really effective rapid transit throughout the metropolitan area, and 
not wait for 1980. The expense factor would be minor. Several va- 
rieties and combinations of express service would be provided to sup- 
ply particular needs. Air pollution problems would be reduced, and 
the way opened to the further beautification of the city by the devel- 
opment of beautiful shopping malls and parks right in the heart of 
downtown. Indeed, the possibilities would present a fertile field for 
urban planners and the Fine Arts Commission (p. 600). 


Joseph S. Thomason, president and general manager, Associated Cab 
Operators’ Association, Washington, D.C. 

The mass transportation problem of Washington can and will waste 
millions if we don’t use all the facilities now at hand. If we use the 
forgotten taxi industry with radios and concessions, the right hack 
stands, and opportunity to get to destination of the passenger directly, 
will solve 30 percent of sedis Loitering downtown, if eliminated, 
will solve 5 percent of problem. Put only full-time drivers as taxi 
owners and give 50 percent of numbers of cabs to company and asso- 
ciations. Let no man work his cab for more than 12 hours each da 
or rent his cab for more than 12 hours each day. This will give all 
part-time drivers a chance to drive, too. Put a limitation on cabs, 
not on drivers; put meters on all cabs without a time charge—mileage 
only. At present time enact rules accepted by ACO. 

Trucks should load and unload, make deliveries at night or from 
alleys. No double parking at any time. 

Finish roadways around city. Don’t let transit trucks and cars 
invade downtown proper. Routes 40 and 29 traffic stay in Maryland 
and Virginia. Route 1 and 129 traffic in Maryland and over Potomac 
Bridge at Alexandria, Va. This would solve 25 percent of problem. 
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Enforce 7 to 10 and 4 to 7 parking ban. Stagger rush-hour traffic 
as planned. Take streetcar platforms out of center of street, and all 
buses to pull to curb. Increase speed limit to 30 miles per hour in 
business districts, and 40 miles per hour on all other streets. Synchro- 
nize traffic lights for fast traffic instead of transit buses. 

Set up a five-man control committee governing all metropolitan 
area taxicabs and land transportation in the Washington metropolitan 
area (p. 818). 

Lapor RELATIoNs 


Bernard Cushman, counsel, Division 689, Amalgamated Association 
of Street, Electric Railway & Motor Coach Employees of Amer- 
ica, AFL-C1O 

* * * we were surprised to learn that the draft legislation ignored 
(1) the labor policy of the United States; (2) the collective bargain- 
ing history of transit in this city; and (3) the experience of other 
cities and communities, by failing to provide for collective bargaining 
between the employees and the proposed transit authority, and for 
arbitration of any unsettled disputes. 

* * * the Federal corporation should be required to take over the 
employees of any transit system it acquires, and should be required to 
take over the collective bargaining agreement and to observe the 
practices in connection therewith which have been followed by the ac- 
quired transit system. It should also be required to provide the 
benefits enjoyed by such employees at the time of acquisition. In 
addition, the employees should not be deprived of statutory benefits 
which they presently enjoy. It would be most unfair to deprive those 
employees of their social security, unemployment compensation, and 
workmen’s compensation benefits. The arate bill contains no provi- 
sion for saving these benefits for the employees. If this is not done 
those employees who are not permanently insured under the Social 
Security Act may lose the benefits of the contributions they and their 
employers have made in the form of social security tax payments, for 
example, and others would have the amount of their benefits seriously 
diluted. 

* * * Tt seems clear that the building of new rapid transit lines and 
new freeways and parkways on which express buses will operate will 
divert passengers from existing operations of D.C. Transit, as well 
as other transit companies operating in the area. Some employees 
will inevitably be displaced as a result of such diversion of passengers. 
Equity demands that employees adversely affected be granted protec- 
tion against losses which are no fault of their own. Consequently, we 
recommend that any employee adversely affected: (1) be entitled to 
employment by the authority or any private operator of the new serv- 
ice, the operation of which has adversely affected the employee; and 
(2) that such adversely affected employee, fro a period of 4 years from 
the date of the adverse effect upon him, not be placed in any worse 
position with respect to his employment. For example, he should be 
entitled to compensation during the protective period for the differ- 
ence between what he earns in his new employment and what he would 
have earned had he been continued in the employment from which he 
was displaced. Similarly, he should not be placed in any worse 
position with respect to rules governing his working conditions. Nor 
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should he be deprived of benefits relating to his prior employment, 
such as free transportation, pensions, hospitalization, and so forth, to 
the extent such benefits continue to be accorded other employees of his 
original employer. He should be entitled to compensation for any 
necessary moving expenses and for any loss resulting from sale of his 
home at less than fair value or under any contract to purchase a home 
and should be saved harmless against loss in obtaining a cancellation 
of any unexpired lease. These principles of employee protection have 
precedents in mergers and consolidations on the railroads and air- 


lines, and they should be applied to this kind of situation, too (pp. 
747, 758, 759). 


FINANCE AND ORGANIZATION 
FINANCE 


Elmer B. Staats, Deputy Director of the Bureau of the Budget 

The plan calls for substantial Federal contributions to the capital 
costs of the new transportation system. As a general rule, the Fed- 
eral Government does not assume responsibility for financing high- 
ways designed primarily to meet mass transportation or other pre- 
dominantly local traffic requirements. Some additional aid, espe- 
cially for the proposed rapid transit system, may be justified by the 
special Federal interest in the Nation’s Capital, but long-term reliance 
on Federal financing should be avoided. 

This objective would be furthered by making every effort by Fed- 
eral and local agencies to emphasize or encourage the use of rail 
transit, express buses and outlying terminal parking, rather than 
emphasizing additional highways which tend to encourage automobile 
commuting. 

Until the corporation has been established and detailed plans pre- 
pared, it will not be possible to make the kind of financial analysis 
which would enable anyone to be definitive with respect to the self- 
supporting possibilities of the proposed transit corporation. We 
recognize that initial Federal financing of the proposed corporation 
will be necessary. At the same time we believe that the scheduling 
of capital outlays for rapid transit services and the development of 
fare schedules should proceed on the basis that the corporation will 
ultimately be self-supporting (pp. 14, 15). 


Arthur H. Keyes, Jr., chairman, City Planning Committee, Wash- 
ington Building Congress 
We urge that Congress authorize a study to determine the require- 
ments of a self-supporting rapid transit system for Washington, 
including an investigation of methods for putting a toll or user’s tax 
on the federally financed freeways which now compete unfairly with 
public transportation (pp. 71, 72). 


Washington I. Cleveland, secretary, District of Columbia Division, 
American Automobile Association 


* * * it appears to us that if the income of the metropolitan area 
will nearly triple by 1980, and if the per capita income will nearly 
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double, and in constant dollars reach a figure of over $5,000 per person 
and about $20,000 per family by 1980, transit riders, who would enjoy 
such an income would be able and willing to pay more than 20 cents 
for a basic ride, and more than 5 cents extra for each zone entered. 

The report of the probable revenue and expenditure of the transit 
system suggests that the 20-cent basic fare would yield the rapid tran- 
sit an annual revenue of $51.5 million, which would leave an annual 
deficit of $16.1 million, in 1980. If the revenues are increased roughly 
one-third, for the same amount of traffic, this deficit would disappear. 
We believe that if the report is correct in its forecast of income and 
that if the per capita income will exceed 5,000 1959 dollars in 1980, 
the fare could be raised by one-third or more above the 28-cent fare 
proposed, without causing rapid transit trips to drop below the poten- 
tial volume estimates in the plan—assuming, of course, that the total 
traffic estimated in the plan is correct. This means that the advisor 
board believes that the responsible authorities ought to make full 
allowances for the right-of-way needs of the proposed rapid transit 
system in their development of plans, and acquisition of rights-of- 
way, in the immediate future. 

* * * The report indicates that the cost of providing the highway 
facilities needed for the projected auto traffic will be in the neighbor- 
hood of $500 million in excess of currently envisioned revenues if the 
recommended plan is followed. There are many possible ways of 
meeting this gap. We would like to make two points in this connec- 
tion. First, the shortage of funds is not of drastic immediate ur- 

ency. There is a little time yet in which to study the problems. 
he advisory board is studying various alternatives, and expects to 
reach conclusions as to the method or methods it is willing to support 
to raise the necessary funds by the time a decision must be made by 
pe ere authorities as to how to go about the problem. 
econd, the revenue estimates in the report seem low in relation to 
the growth in traffic envisioned in the report. If traffic grows as fast 
as the technicians who made the calculations believe it will grow, both 
the District and the county jurisdictions should have more funds to 
spend than has been assumed if the equivalent of the revenues earned 
are made available for highway purposes. Should traffic grow less 
rapidly than predicted, the urgency for expanding the rate of high- 
way construction may be somewhat less than now appears to be the 
case (pp. 225, 226). 


Manuel J. Davis, representing the A.B. & W. Transit Co. and the 
W.V.&M. Coach Co., Ince. 


Other fallacies appear in the financial aspects of the plan; namely, 
the plan assumes that the “feeder” service will continue as erivueale 
owned. There are no feeder operations that can be maintained as 
self-supporting. The “feeders” are dependent upon the revenues of 
“main line” service. In this case the “main line” service will be pub- 
licly owned, while the plan assumes that the dependent feeders will be 
privately owned and operated. Based on the experience of the Vir- 
ginia companies, “feeder service” operation is a nonprofitable service. 
Should the above become fact, then the procurement and the loss in 
the feeder operation should be accounted for in the financial descrip- 
tion of the transportation plan (p. 299). 
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O. Roy Chalk, chairman of the board and president, D. C. Transit 
System, Ine. 

If the trunklines, the major unit in the system, are to be publicly 
owned, and the feeder lines are to be under private oivisershibe the 
latter will surely be a losing proposition. The proposal forecasts a 
deficit of $16 million per year on the express portion of the system. 
This is based on 1958 cost levels without any consideration of the 
inevitable demands of labor for an improved standard of living. 
Such a condition cannot help but infect the feeder line service. 

I am personally familiar with a close parallel which exists in the 
aviation industry where the feeder airlines are, to a large extent, 
separate from the trunklines. Unlike the situation projected by the 
transportation plan, wherein the express transit portion would operate 
at a deficit, the trunk airlines are now operating at a profit. Yet, 
notwithstanding this fact, all the feeder airlines require heavy subsidy 
support from the Government for their survival. If, under the pro- 
posed plan, a unity of ownership and operation of the mass transit 
system as a whole is not intended, the same undesirable result can be 
expected. 

* * * As parts of its national transportation policy, we propose 
that the Congress enact a national monorail act to provide financial 
assistance to private enterprise for the construction of monorail in a 
manner similar to that provided for the maritime industry under the 
Merchant Marine Act of 1936, as amended (46 U.S.C.A. 1152 and 
1171). Alternatively, Congress could encourage private investment in 
the construction of monorail systems by providing a program of 
guaranteed or insured loans such as are provided by the National 
Housing Acts, the Interstate Commerce Act, and Public Law 85-307 
(71 Stat. 629) relating to air carriers. The former would entail, at 
most, but a fraction of the expenditure contemplated by the trans- 
portation plan, and the latter would involve no direct expenditure by 
the Government. With congressional assistance, the monorail system 
we propose can be a reality in the Nation’s Capital in the very near 
future. Its construction here would emphasize our tradition of prog- 
ress (pp. 599, 601). 

ORGANIZATION 


Elmer B. Staats, Deputy Director of the Bureau of the Budget 


The organizational steps proposed to carry out the program are 
generally sound. Accordingly, we hope that the Congress, at the 
earliest possible time, will ratify the interstate compact already ap- 
proved by Maryland and Virginia creating an agency to regulate fares 
and determine routes of private carriers operating in the metropolitan 
area; and I would like to say, as an aside here, as you probably know 
the executive branch has previously endorsed this proposed compact. 
I believe the hearings have been held in the House, and the matter is 
also pending before the Senate Judiciary Committee. 

To continue: A temporary Federal corporation should be promptly 
created to plan, acquire rights-of-way, and construct express transit 
facilities, subject to approval by Maryland and Virginia authorities, 
of projects in those States. The corporation should also have author- 
ity to operate these facilities or prove for their operation by private 
firms, and existing companies should be encouraged to continue and 
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expand their services. As soon as the necessary groundwork has been 
laid, a permanent interstate agency should be established, by compact, 
to succeed both the regulatory agency and the transit corporation, 

The creation of these agencies will not automatically assure effective 
coordination of the new mass transportation program with other major 
community needs. Procedures will have to be devised to make sure 
that in meeting transportation needs we neither impair the beauty 
of the National Capital, nor create unnecessarily serious and costly 
problems for community development and rehabilitation in the areas 
directly affected by the rapid transit and highway routes. We must 
make provision for effective coordination w ith respect to such activi- 
ties as traffic control, parking, vehicles entering congested areas, access 
to highways, highway design, work hours, and | office building locations 
(p. 14). 


Brig. Gen. Alvin C. Welling, member, Board of Commissioners of 
the District of Columbia 


In September the Commissioners wrote as follows to the Bureau of 
the Budget: 


* * * In regard to the recommended new organizations, the Board of Commis- 
sioners is already supporting the formation of the interstate regulatory agency 
and is generally in accord with the proposed next step of forming a Federal 
corporation if that is the best means of obtaining a rapid transit rail subway 
in the District of Columbia; provided, however, that payment therefore shall 
be predominantly with Federal funds in relation to the full financial obligation 
imposed by the survey as a whole. The District government or the Corps of 
Engineers are feasible alternates as construction agencies: there is no alterna- 
tive to Federal financing. 

* * * Sitting here I can make no commitment for the Chief of En- 
gineers or even for the Board of Commissioners. I can only speak for 
myself when I tell you if you give the job and funds to the engineer 
Commissioner and accord him reasonable protection from the delays 
which so frequently accompany intergovernmental coordination in 
the District, you should see the first ‘subway construction contract 
within D-plus 18 months (p. 833 


David E.. Finley, Chairman, Commission of Fine Arts 


* * * We are not in a position to comment on the organizational 
plans to carry out the program, except to express the hope that these 
organizational or regulatory agencies should be required to seek the 
advice of the Commission of Fine Arts in order to reduce to a mini- 
mum the damage to the appearance of the city that may be caused by 
such transportation facilities as are provided (pp. 120, 121). 


Hon. Charles R. Fenwick, State Senator, Arlington County, Va. 


These recommendations relative to a Federal corporation were made 
only after conferences with representatives from Maryland, Vir- 
ginia, and the District of Columbia, and were agreed to with con- 
siderable reluctance and then with the understanding that such a 
corporation was an interim step only, to be used to get the plan off 
the ground insofar as the District of Columbia is concerned. 

All groups concerned had agreed that the ultimate success of the 
mass transportation plan rested with the formation of a compact 
between Maryland, Virginia, and the District of Columbia. 

* * * It was res alized, however, that the most expensive construc- 
tion costs, particularly in connection with subway rapid transit, would 
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be in the District of Columbia. It was realized that congressional 
assistance would be necessary to construct this portion of the mass 
transportation plan. It was believed that the formation of a Federal 
corporation whose authority and purpose would be limited to the 
District of Columbia, would provide a medium for the receipt of 
Federal funds and would serve to get the plan off the ground. 

Psychologically, if the District of Columbia, in the very near future 
commenced the construction of its portion of the rapid transit system, 
the plan would become a reality and the adjoining States of Maryland 
and Virginia would be forced by this action to expedite work on their 
phases of the overall plan. Further, such a Federal corporation 
would be in position to receive Federal funds for a specific purpose. 

Actually, much of the work in Maryland and Virginia involves 
interstate highways that are either under construction or are being 
planned. It would be necessary, however, to acquire sufficient right- 
of-way in connection with such roads as to provide for a 64-foot 
median strip which would be utilized by express buses and rapid 
transit. 

It was realized that there might be some overlapping between the 
District and Maryland and Virginia and, for that reason, the trans- 
portation plan, as approved, limited acquisition and construction in 
Maryland and Virginia to be subject to approval of those States. 

The representatives from Marvland and Virginia were emphatic 
in their position that, under no circumstances, would they be willing 
to give to the Federal corporation the necessary powers to carry out 
the mass transportation plan which probably would include acquisi- 
tion of rights-of-way by eminent domain, the levying of taxes, and 
control of such highways. It was their feeling that a compact with 
representatives from the jurisdictions involved was workable and 
acceptable. 

In recommending the establishment of a Federal corporation it was 
their understanding that such a corporation would recognize the estab- 
lishment of a compact and would go out of existence upon such com- 
pact being formed. Iam convinced that any attempt to supplant the 
concept of a compact with a Federal corporation will result in vigorous 
opposition from not only the areas involved, but the States themselves. 
The very idea of giving to a Federal agency the right to come into 
thickly populated areas and construct great barriers of concrete irre- 
spective of property rights in zoning and residential areas would 
create such resistance that the whole concept of a mass transportation 
plan would be defeated. There are many other powers that must go 
to such an authority which require the State and localities to give up 
certain rights if the plan is to be successful. They would be reluctant 
to do this, even under a compact, but would be impossible under a 
Federal corporation (pp. 383,384). 


James H. Flanagan, vice president, comptroller, and treasurer, D.C. 
Transit System, Ine. 

* * three organizational steps are recommended. 

_* * * Tt is necessary to touch upon the provisions of the proposed 
first compact in order to point out the utter confusion that could exist 


if the proposal to also create a temporary public (Federal) corpora- 
tion were approved. 


* 











62 TRANSPORTATION IN THE NATIONAL CAPITAL REGION 


The Commission to be created by the proposed interstate compact 
shall have the power to prescribe fares, regulations, and practices; it 
shall have the power to establish through routes and joint fares for 
transportation subject to the act, and the regulations or practices 
affecting such fares, and the terms and conditions under which such 
through routes shall be operated. 

The Commission shall also have the authority to require any person 
subject to the act to extend any existing service or provide any addi- 
tional service over additional routes. 

Bear in mind, please, that the transportation subject to the act is 
that conducted within the metropolitan area. Then place yourself in 
the position of D.C. Transit System, Inc., which conducts over 80 
percent of the total transit business in this area, but whose commis- 
sion representative, if the District of Columbia member may be so 
termed, has only one vote out of three. Perhaps then you will get an 
inkling as to why we are deeply concerned about this particular piece 
of compact legislation. 

Now let us take a look at the second agency recommended in the 
report, which is termed a “temporary public corporation.” This 
would be a Federal agency. It would have authority to acquire 
rights-of-way for transit facilities and construct them in the District 
of Columbia; but not in Maryland and Virginia unless the authorities 
in those States approved. Apparently, the Federal agency would not 
be subject to the authority of the Interstate Compact Commission. 
The Federal agency could construct facilities that could operate in di- 
rect competition with the District transit system. As this agency 
would have authority to operate its own facilities, it could establish 
rates that would ruin the local system within a very short period of 
time. 

It has been said, and I repeat, that the principal aim of the trans- 

ortation plan is public ownership. Between the two bodies I have 
just discussed, it would not take long to accomplish this end. 

However, let’s take a quick look at the third recommendation. A 
third body, identified as “a second interstate compact” would come 
along after the first two bodies had completely fouled up everything, 
and gobble up both of them. First, let me say that it appears the 
drafters of this third recommendation are aware of the fact that it 
would be many years before such an interstate compact could be estab- 
lished. In my opinion, the prospects of ever establishing such a com- 
pact commission are nonexistent. I shall mention just one reason for 
my opinion. I cannot visualize a group of States buying out or 
arranging to pay for the very expensive transit system which it is 
contemplated the proposed Federal agency will have constructed be- 
fore the last interstate compact is entered into. Such an action would 
be so contrary to nature as to be out of the question. 

In trying to think these recommendations through, I can come to 
only one conclusion—and that is, that if Congress adopts them, the 
year 1980 will come and go and efforts will still be underway to get all 
these public bodies set up and functioning. 

I have said before that I do not believe in being critical unless I have 
something to offer in place of that which I criticize. In this instance, 
my recommendation is that every effort be made to establish one 
agency, if a control agency is required, to establish one agency with 
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adequate powers to acquire and construct the necessary rights-of-way 
and equipment, and to. provide for operation by a private firm in 
conjunction with the facilities already in existence; and, incidentally, 
as an aid to that one ownership of all transportation facilities within 
this area would be very helpful. 

* * * My recommendation is that private ownership be encouraged 
to expand through the granting of subsidies to make up unavoidable 
losses on desirable but nonproductive lines; and that all highway 
planning take into consideration such improvement in the speed of 
transit vehicles that customers will be attracted to the service in 
greater numbers. In this sentence I refer particularly to the highway 
planning and construction going on at this moment. 

I do not think adequate preparation is being made for the use of 
high-speed mass transit vehicles. 

‘or example, construction of median strips in the new highways 
now being constructed will save untold millions to be spent for corree- 
tive purposes later. In this connection, I call the attention of the 
members of this committee to the fact that D.C. Transit System, Inc., 
has 400 comfortable, high-speed streetcars that are doomed because 
of congressional action. The city of Chicago has demonstrated that 
the use of rapid rail vehicles on median strip constructed in connec- 
tion with many-laned highways produces an increase in use of transit 
vehicles far more favorable than the increase obtained from regular 
traffic lanes adjacent thereto (pp. 617, 618, 621, 622). 


Harvey Spear, counsel, D.C. Transit System, Ine. 


Mr. Spear. May I point out, Mr. Chairman, at the outset that the 
House Committee on the Judiciary is not considering or did not con- 
sider the substantive matters of the compact legislation that affected 
the internal transportation system of the District of Columbia, but 
was only concerned in the constitutional phases that the Judiciary 
Committee usually considers under compact resolutions. 

* * * The Federal corporation is directly intended to—and there 
are no bones made about it—to be a temporary corporation. It is 
riven powers to condemn, but it is known to be destined ultimately 

or transition into a compact Authority. 

We submit that if compact Authorities, be they House Joint Reso- 
lution 402, compact No. 1, or the compact that is the desired ultimate 
objective at the end of the line, compact No. 2 in 1980 or some such are 
themselves improper, illegal, unconstitutional, it is the province of this 
committee to consider that fact because if compact No. 2, the ultimate, 
is unconstitutional as an improper delegation of control over Congress’ 
ward, the District of Columbia, to a tristate commission, which we 
believe it is, that it is unconstitutional and an improper delegation, 
then the temporary corporation, the purpose of which is transitional, 
directed toward that compact No. 2, would be equally unconstitutional, 
and we are prepared to brief that subject. 

* * * We believe that the Congress has a trusteeship over the Dis- 
trict of Columbia which is very serious and which must be taken in all 
of the implications of trusteeships. 

The District of Columbia, in the eyes of the Constitution, in the 
Constitutional Convention, was created for the benefit of the 50 States, 
and the Supreme Court again has in several opinions held that the 
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District could not or that—that the District must be operated for the 
benefit of all 50 States, not to the advantage of any one or two and, in 
particular, that Congress could not delegate to the control of one or 
more of the States control over the District at the expense of the other 
of the 50 States. The District serves the function of the seat of the 
National Government. The transportation system is vital to 
the National Government. 

However, when the transportation plan is adopted with the inter- 
ests of one State particularly, be it Virginia or Maryland, beneficial 
or in preference to that of ‘the local inhabitants of the District of 
Columbia in which the Nation has a stake, it would be then 
unconstitutional. 

In effect, what the testimony of Virginian representatives amounted 
to yesterday, before this committee, is that Virginia does not want 
to give up any of its jurisdiction to a Federal corporation or, in fact, 
Mr. Chairman, ultimately to any compact commission. 

This is one of the problems of compact No. 1 and of No. 2. Yet it 

wants to exercise control over transportation within the District. 

Now, without going into an evaluation of the position of Virginia, 
which this committee will evaluate, it clearly violates the intent of 
the creation of the District of Columbia for the benefit of the 48 States 
to accept without challenge the position of the Representatives of the 
State of Virginia, because this plan is intended to include all trans- 
portation of the Greater Washington area. It is intended to include 
transportation both interstate and intrastate within the District, 
Maryland, and Virginia. 

Now, Virginia, in compact No. 1, and by testimony yesterday, 
within the Federal corporation, and in compact No. 2, opposes any 
attempt of a Federal agency or even a tristate compact commission, 
made up of its members, to regulate intra-Virginia transportation. 

We submit that such a restriction on the operations of a tristate 
compact commission or a Federal corporation, would render that com- 
mission unconstitutional. 

* * * The constitutionality of the Federal corporation or of Federal 
corporations generally, has been widely upheld. I do not argue here 
that Federal corporations are unconstitutional. That argument was 
made a hundred years ago. The Federal corporation is a valid Fed- 
eral agency today, generally regarded as a Federal : agency. But when 
its powers of condemnation, which have also been upheld, are for a 
temporary purpose, Mr. Chairman, this issue has not yet been tested, 
and I would submit that the cases would lead to the conclusion that a 
condemnation procedure for a Federal corporation which is interim 
in nature by itself would make the condemnation procedure unconsti- 
tutional. 

When, on top of it, the ultimate objective is a compact No. 2, the 
legality of which is dubious, the legal issue is compounded because 
of the ultimate objective. 

If the ultimate objective i is illegal, all steps along the way would 
have to fall under the same challenge (pp. 622-625). 


Arthur H. Keyes, Jr., chairman, City Planning Committee, Washing- 
ton Building Congress 


* * * rather than try to create a temporary Federal corporation at 
this time, as proposed in the survey, we would like to suggest the possi- 
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bility that the planning of express bus-rail lanes be done by the pro- 
posed Area Transit Commission in cooperation with the State and 
District highway departments. If these departments could then be 
authorized to design the highways to accommodate the express bus 
system, to acquire ‘the additional’ rights-of-way, and to construct the 
facilities required as part of their present highway program, it would 
eliminate the duplication of effort and confusion. resulting from two 
separate agencies involved in the same land acquisition and construc- 
tion program. This procedure may require congressional action to 
make highway funds available (p. 72). 


Louis Justement, chairman, National Capital Committee, American 
Institute of Architects 

I suggest that the Congress should adopt that portion of the trans- 
portation plan for the National Capital region which recommends the 
creation of a Federal corporation or transit authori ity for the purpose 
of constructing and financing transit facilities for the metropolitan 
area. 

Of course, the financing would involve in addition to the sale of 
securities by the Federal corporation, a very substantial subsidy, pre- 
sumably by the Federal Government. But the subsidy, great as it 
would be, would be less than that contemplated by the report, which 
would involve a subsidy for mass transportation, for freeways, and for 
parking facilities. Not only does the report contemplate this triple 
subsidy but the subsidies for freeways and parking facilities offer 
increased competition to the transit lines, make them more unprofit- 
able, and therefore increase the subsidy required for mass rapid transit 
(p. 272) 

A mere rerey architect and city planner, New York City 

* But there are many reasons why a single-function agency for 
deanieabas ation, as suggested by the report, is “inadequate. We have 
already discussed and emphasized the inevitable substantive short- 
comings of the single-mode approach. 

In addition, experience shows that operationally the single-function 
agency becomes a vested interest as, for ex: umple, the Port Authority 
of New York, as has just been quoted, which almost justifiably and 
certainly inevitably, has that character. 

Alw ays, the first criterion with them is “Is it going to be profitable 
tous? 

There is no overall view of whether there may be certain balancing 
fators, and they must figure this way. They are a reputable, honest, 
organization, but it isa handicap; it is a shortcoming. 

The transportation agency for maximum overall effectiveness should 
be part of the total regional agency, in my opinion. 

In this connection, the successful two-tiered Toronto metropolitan 
government should be studied and considered. 

As you no doubt know, there is an assignment of powers and sub- 
jects between the overall body and the single towns, which retain their 
autonomy on all local subjects, but w hich, i in such matters as the all- 
important and regional ones of transportation, land use, regional 
parks, health, and so forth, have handed over planning to the upper 


metro level, as it is called, on which they are also represented (pp. 
99-93), 
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Darwin Stolzenbach, Interfederation Council of the Greater Washing- 
ton Area 


* * * Pecommendations 


1. That the Congress approve the interstate compact establishing an 
interstate agency to regulate transit in the Washington metropolitan 
area, thus bringing it into effect (since it has been ratified by both Vir- 
ginia and Maryland). 

2. That the Congress create during the second session of the 86th 
Congress, as promptly as is consistent with full public discussion and 
congressional deliberation, a Federal corporation empowered to de- 
velop the plan for mass transportation for the Nation’s Capital as a 
means to promote orderly growth and improvement of the region 
and to combat congestion and attendant evils. 

3. That the proposed Federal corporation be so constituted as to 
afford the maximum degree of responsiveness to local needs consistent 
with its role as a regional operating authority. 

4, That the proposed Federal corporation be conceived as an interim 
organization charged with the primary responsibility for the manifold 
functions necessary to achieve continuing progress in the transporta- 
tion system to serve a growing regional community. Specifically, the 
corporation should be empowered and directed : 

(a) To conduct continuing study of the region’s transportation 
problems, along the lines suggested herein (secs. IT and ITT). 

(6) To conduct public hearings on the transportation plan as it 
evolves, to receive views of citizens and unofficial bodies as well as the 
determinations of planning agencies and governing bodies of the juris- 
dictions concerned. 

(c) To adopt and announce publicly the Washington metropolitan 
region mass transportation plan, in general outline, and to revise it at 
appropriate intervals. The plan presented by the mass transportation 
survey report should be the basis for the hearings and technical study 
leading to promulgation of the corporation’s first official plan. The 
first, and subsequent plans, should be flexible guides to development, 
not rigid molds. They should be responsive to emergent needs as they 
become evident. 

(1) The corporation should be directed specifically to seek out 
technological innovations which can make a practical contribu- 
tion to the mass transportation system. 

(2) The corporation should be directed to give due considera- 
tion to integrating with the prospective regional system all or any 
part of the existing privately owned transportation systems where 
this may, upon appropriate investigation, prove to be technically 
and economically sound. 

(3) The corporation’s plans should provide for additions to 
transportation capacity on a gradual, balanced basis, taking into 
full account the effects of additions and extensions in the physi- 
cal system on the extent and character of the region’s development 
in terms of population and economy. 

(d) To develop and carry on a continuing public information pro- 
gram concerning the magnitude of the mass transportation problem, 
facilities and their utilization, interaction with other community ob- 
jectives, and other facets of the total problem. 
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(e) To operate mass transportation facilities or to provide for such 
operation by private firms. 

(f) To acquire rights-of-way for transit facilities, either in con- 
junction with or separate from the regional highway program, pur- 
suant to a duly adopted mass transportation plan; and to construct 
such facilities. 

(g) To represent the public interest in the avoidance or reduction 
of congestion by appearance as amicus curiae before public agencies 
responsible for zoning actions, public utilities regulation, Federal 
policy concerning dispersal or hours of work, and other decisions 
affecting traffic and land uses which are traffic generating. 

(A) To participate in technological and economic research, and to 
encourage and sponsor experimentation by operators of mass trans- 
portation, directed toward basic knowledge contributing to improved 
mass transportation. 

(¢) To plan in detail for the permanent organization suitable to 
effective operation of the Washington metropolitan area regional mass 
transport system. The corporation should be required to report to 
the Congress on or before 5 years have elapsed, with specific pro- 
posals. 

(j) To develop, with the advice of State and local highway agen- 
cies, the regional highway program, including the location of major 
regional arteries; and to approve, insofar as the use of Federal funds 
is concerned, the design of highway construction projects and the 
integration of such projects into the regional highway program. 

(%) To control traffic flow over highways, rail, and other routes of 
the mass transportation system of the region, in the interest of con- 
trol of congestion in or through any part of the region. To control 
parking for the same purpose. 

(Z) To levy user charges, subject to approval by the interstate regu- 
latory body, as one element in control of congestion, and as a source 
of revenue for the operations of the corporation. 

(m) To impose (annually) to the Congress specific capital im- 
provements needed to give effect to the adopted transportation plan, 
with the indicated total cost and Federal financial participation, on 
a 5-year, time-phased basis (pp. 777, 778). 

Warren J. Vinton, Montgomery County Citizens Planning Associa- 
tion 

* * * We have grave fears that setting up the Federal corporation 
as an interim agency will undermine its initiative, and lead to delays 
in planning and postponements of final action. We therefore sug- 
gest for consideration of the Congress making this National Capital 
Transportation Agency the final and definitive agency. We believe 
such a Federal corporation could have about all the powers necessary 
for the administrations of transportation both in the District and in 
the two adjoining States. 

Such a Federal corporation should be able to: 

(a) Construct, own, and operate a rail mass transit system extend- 
ing throughout the National Capital region. 

(6) Own and operate a bus mass transit system, or encourage and 
regulate a privately owned bus system throughout the National Cap- 
ital region. 
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(c) Approve, or even direct, the provision of arterial roads within 
the District and cooperate in their provision outside the District. 

(dz) Regulate and direct traffic within the District and cooperate in 
such regulation and direction outside the District. 

(e) Provide and operate new parking facilities through the Na- 
tional Capital region. 

(f) Regulate and control all parking within the District and co- 
operate in : such regulation and control outside the District. 

As suggested above the Federal corporation could probably have 
an authoritative voice in arterial road construction only within the 
District and could regulate and control traffic and parking only with- 
in the District. 

But this is the area in which such powers are of paramount impor- 
tance, and if they are in good hands within the District it should be 
safe to count on adequate cooperation outside the District. 

The only principal power that would be lacking would be the lim- 
ited power of taxation. Is this power so vital as to require that we 
wait 5 or more years to set up our final transportation agency? (pp. 

791-792). 


John R. Immer, vice president, Dupont Circle Citizens Association, 
Washington, D.C. 

The greatest need is for an organization that can do something now. 
In order to do this, I propose the following: 

A Federal corporation with powers limited to the District as an 
interim measure but with adequate funds to make studies and surveys 
and to develop basic engineering data that will be required. 

At a minimum it should have a budget of a minimum of a million 
dollars a year for this purpose alone. It would not have the powers 
suggested for National Capital Transportation Authority. We are 
not ready yet for such an organization (p 881). 


ProcramM or AcTION 


David Sanders Clark, Committee To Oppose Cross-Park Freeway 
(now known as Northwest Committee for Transportation Plan- 
ning), Washington, D.C. 

* * * Recommendations— 

1. That a phased program of development should be instituted for 
transportation in the Washington metropolitan area. That this pro- 
gram should consist of the following steps: 

(a) The completion of the present outer loop and possibly an 
intermediate loop, designed to route as much traffic as possible 
around, rather than through, the central city. These roads would 
not only prevent unnecessary traffic from entering the city, but 
would serve the needs of area residents wishing to travel from one 
side of the city to another, or from one suburb to another. 

(b) The development ‘of an adequate system of rapid rail 
transit and buses. These two means of transportation should be 
integrated both as to location and scheduling so that transfer from 


one to the other would be facilitated and most long trips would 
be made by rail. 
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(c) These two steps should be completed and adequate time 
allowed for study of their effectiveness before further considera- 
tion is given to the construction of radial freeways. 

2. That the phased program of transportation development out- 
lined in recommendation No. 1 should be considered in conjunction 
with similar comprehensive plans for the construction of needed sewer 
and water facilities, improved public health services, new school con- 
struction, enlarged recreational facilities and other community needs. 
It is evident that the growing population of the area creates needs 
other than transportation, and that these needs must receive their 
fair share of expenditures from the limited funds available. 

3. That the various plans referred to in recommendations Nos. 1 
and 2 should be considered as part of an overall plan for the devel- 
opment of the metropolitan area. This plan should begin with a de- 
termination of the kind of city and metropolitan area we want to 
have, and continue with construction plans designed to fit such an 
area. It is inconceivable that we should, instead, adopt a plan which 
makes transportation per se its primary objective and assumes that 
present. undesirable patterns of land use, employment-center location 
and habits of automobile use can never be changed; a plan which 
assumes that the future city of Washington must be, in effect, a huge 
parking lot served by a maze of radial freeways. Adequate attention 
must be given to the further development of self-contained satellite 
communities, and these should be served primarily by rapid rail tran- 
sit. A pattern of land use must be developed which would aim at 
making it possible for the maximum number of people to live near 
their places of work, and thus eliminate much of the need for long 
rush-hour trips between home and work. Increased attention must 
be given to the redevelopment of the central area and preservation of 
its existing good neighborhoods so as to make fullest use of its resi- 
dential possibilities, thus further reducing the need for long home-to- 
work trips. 

4. That radial freeways, slicing into the heart of the Nation’s Capi- 
tal, if considered at all, should be considered a last desperate resort 
(pp. 800, 801). 


Brig. Gen. Alvin C. Welling, member, Board of Commissioners of the 
District of Columbia 

* * * The report properly finds that— 

(a) The cost within the District of the proposed transportation 
facilities is grossly disproportionate to the relative benefits which 
could accrue to the District from implementation of the plan. Such 
costs must be measured in dollars, in real estate to be consumed by the 
recommended facilities, and in disruption to establish communities 
and community facilities. 

(6) Financial support for implementing the plan within the Dis- 
trict would have to come from sources without the District, most 
probably from the Federal Government. For highways alone such 
support, in addition to existing Federal and highway financing, could 
well be in the range of one-half the billion dollars regional shortage 
visualized by the Institute of Public Administration in its preliminary 
report as published in August 1959. 

In the creation of any new transit facilities in the District, full 
consideration would have to be given to the rights and capabilities 
of existing privately owned operations. 
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Although the subject goes beyond the scope of the transportation 
survey, the Board of Commissioners, in wath the advantages and 
disadvantages of the plan, must consider to what extent, if any, the 

lan assists in the solution of one of the most critical problems in the 

istrict of Columbia; namely, the conditions and welfare of the popu- 
lation living in the deteriorated sections of the city with their ever- 
increasing requirements for services and for facilities other than 
transportation. That problem is related to the continuous loss by the 
District to the suburbs of middle- and high-income families, a situa- 
tion which would be intensified by the provision of freeways on which 
people can travel quickly, even when traffic is the heaviest. 

Within the District there have been from some public quarters 
marked and valid objections to certain new highway proposals of the 
plan, and the majority of the Board of Commissioners has stated ob- 
jections to one such proposal. On the other hand, the public may be 
disposed to welcome a subway system; so would be the Commissioners. 

In light of all the above factors, the Board of Commissioners cannot 
commit the District to the total plan. Instead, the Board regards 
the plan as a presentation of the outer limits of regional transporta- 
tion system from which there will evolve practical action programs 
of lesser magnitude. 

If the Federal Government—or the region—does not intend to make 
massive financial contributions toward providing transportation 
facilities in the District, the governing bodies in the region should 
consider such alternates as— 

1. A different pattern of regional development. 

2. A vastly improved and subsidized commuter service for opera- 
tion on existing railroad rights-of-way (pp. 833, 834). 


Hon. Charles R. Fenwick, State senator, Arlington County, Va. 


* * *. I would like to direct the attention of the committee to what 
I consider a very serious problem—the very heart of the proposed 
mass transportation plan rests on the construction of highways, par- 
ticularly in Maryland and Virginia, that provide for a 64-foot median 
strip to be utilized by express buses and rapid transit. 

This is the principal distinction between the usual limited access 
highway and what is proposed. At present, the circumferential and 
Route 66 are being constructed in Virginia; both of these highways 
are a part of the Interstate System. 

Unless sufficient right-of-way is acquired at the present time to 
provide for the median strip, it will be either too late or too expensive 
to do so in the future. 

I might say that whether you have rapid transit or whether you 
use express buses, you are going to have a median strip for that 
purpose. 

It is my understanding that, at present, the Bureau of Public Roads 
is not recognizing the additional costs of right-of-way necessary for 
the median strip to be an allowable item of expense for which the 
State should be entitled to reimbursement. 

This question should be settled promptly, otherwise the entire cost 
of additional right-of-way would be borne by the State and they will 
assume this obligation with great reluctance (p. 384). 
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Harland D. Bartholomew, Chairman, National Capital Planning 
Commission 

Attention has been called to certain actions which might be taken 
by the Congress at this time to save vast sums of money by anticipat- 
ing today certain needs of the future. Especially would we commend 
the suggestion that the Congress pass legislation which would make 
possible the use of mass transit service in the center strips of inter- 
state highways, and in Federally aided expressways, thus removing 
the objections of public roads authorities that Federal-aid matching 
funds today cannot be so used (p. 962). 


Excerpts From Letters to the Joint Committee on Washington 
Metropolitan Problems, Providing Further Information and 
Opinion 


Following the hearings, the joint committee’s staff wrote to a num- 
ber of the organizations that had presented testimony, asking for 
additional information on matters that had not been fully covered. 
The questions and replies are reproduced below. 


Philip S. Hughes, Assistant Director for Legislative Reference, Bu- 
reau of the Budget 
1. Federal financial aid for urban mass transportation 
The D.C. Transit System, Inc., has proposed a National Monorail 
Act which would “provide financial assistance to private enterprise 
for the construction of monorail in a manner similar to that provided 
for the maritime industry under the Merchant Marine Act of 1936.” 
As an alternative, D.C. Transit proposes federally guaranteed or in- 
sured loans for monorail construction. The same provisions would 
presumably be extended to two-rail transit lines and to bus transit. 
Your statement before this committee favors a prompt start on the 
proposed rapid transit system as a way of relieving highway conges- 
tion. What is your view on the desirability of Federal assistance to 
urban transit, nationwide and in the National Capital region, when 
it appears that such transit service may reduce the amount of highway 
construction that is needed? That is, does “initial Federal financing 
of the proposed corporation will be necessary” imply initial Federal 
financing of the operations of a transit planning and development 
agency, or of the construction of transit facilities? 
Reply 
Because of the unique Federal interest in the National Capital area 
we are supporting creation of a temporary Federal agency to aid in 
the development of a unified and integrated system of transportation 
for the Washington metropolitan region. It is anticipated that the 
draft bill to carry out such a program and to authorize negotiation 
to create an interstate transportation agency will be transmitted to 
the Congress within the next few weeks. There is no current nation- 
wide program of Federal assistance to urban transit. 
2, Financing an expanded highway program 
The transportation plan calls for an acceleration in the construc- 
tion of highways already planned, and a total expenditure on high- 
ways of approximately $500 million in excess of the amount that 
would be spent by 1980 under existing programs. 
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Your statement appears to suggest that Federal financial aid may 
be forthcoming for the development of a mass transportation sys- 
tem. Can you suggest any way by which the necessary acceleration 
of current highway programs, and the financing of additional high- 
ways could also be achieved? Or should this recommendation not 
be implemented ? 

Reply 
The Deputy Director in his testimony before the Joint Committee 
on Washington Metropolitan Problems stressed the importance of 
iving highest priority to the development of proposed rail transit 
Facilities in order to, among other reasons, reduce the need to con- 
struct additional highways in the area over and above those currently 
planned and budgeted. One of the first activities of the proposed 
Federal agency will be to prepare a new transportation development 
plan for the area. This plan will reevaluate the findings of the orig- 
inal mass transportation plan and, when completed, should provide a 
better basis for determining the need for additional highways. 

Under the Federal Highway Act large amounts of Federal and 
State funds are already being devoted to highway construction in 
the Washington metropolitan area. In addition, some completely 
federally financed roads have been and are being constructed. Aside 
from possible minor connecting links, it is believed that any addi- 
tional needs beyond those provided for by existing Federal aid high- 
way laws should be paid for by the local jurisdictions or from other 
non-Federal sources. 


3. Increased staggering of Federal work hours 

A large saving in transportation costs might be affected by reduc- 
ing peak-hour volumes. One way of accomplishing this would be to 
spread the working hours of Federal employees over a longer period. 
Are efforts being made to further spread the peak? How does the 
present spread of working hours compare with that in effect in World 
War II? Is any reduction in the Federal workweek that might take 
place in the next 20 years likely to permit a further spreading of the 
peak, by shortening the working day ? 

Reply 

The Government now operates under a staggered hours system 
originally developed during World War II and modified from time 
to time since then. Employees report for duty at different times as- 
signed at 15-minute intervals generally between 7:30 a.m. to 9 a.m. 
and are released in the afternoon at similar intervals between 4 p.m. 
and 5:30 p.m. It has been possible to assign some employees to start 
work at hours earlier than 7:30 a.m. and to leave work before 4 p.m. 
but, of course, some agencies and employees cannot be assigned such 
hours because of their special programs, the need for being in touch 
with their field offices located in other time zones, or because they 
must adapt their hours to the needs of the general public. There are 
also practical limits in the extent to which hours of duty can be 
assigned later than 9 a.m. and 5:30 p.m. 

Although hours are staggered, there is considerable lack of balance, 
with heavy concentrations at certain times. For example, about one- 
third of all Federal workers come to work at 8:30 a.m. and are off 
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duty at 5 p.m. It may be feasible to reassign some of these people to 
start work at 8:15 or 8:45 in order to eliminate the imbalance at 8 :30. 
We are presently exploring such possibilities with other Federal agen- 
cies and with the District government and we are quite hopeful that 
constructive measures can be taken soon. 

As these arrangements are worked out it will be necessary to con- 
sider the effective performance of the Government’s business, the 
effects of traffic patterns in nearby Virginia and Maryland, as well 
as road projects, bridges, public works projects and detours within 
and outside of the District. Arrangements for such analyses are 
being made. ‘The present spread of work hours is generally compara- 
ble with that in effect during World War II. 

As you indicate in your question on shortening of the workweek, 
any future reduction in Federal work hours might permit a spread- 
ing out of peak hour traffic volumes. There is no current plan for 
such a reduction in work hours. 


Harland Bartholomew, Chairman, National Capital Planning Com- 
mission, and Donald FE. Gingery, Chairman, National Capital 
Regional Planning Council 

1. Implementing the general development plan 
What steps have been taken to implement the policies set forth in 
the general development plan? In particular: 
(a) Hold 1980 population of the region to 3 million. 
(6) Get homes and work places closer together. 
(c) Create new centers of development, separated by wedges and 
belts of open spaces. 
(7) Limit density of development, or provide trunk sewers, in water 
supply watersheds. 
(e) Preserve extensive open spaces. 


Reply (by Harland Bartholomew, approved by Donald E. 
Gingery) 

(a) Hold 1980 population of the region to 3 million? 

There is no Planning Commission or Council plan or policy to 
“hold 1980 population of the region to 3 million”. The most direct 
statements of our position can be found in the “Transportation Plan, 
National Capital Region” on pages 13 and 16. Under the section 
“Basic Assumptions and Objectives of the Plan”, page 13, it is stated 
that one of the plan’s objectives is “* * * flexibility to accommodate 
future trends in population and technology now unforeseen.” The 
plan “must also point the way to a more distant future when the re- 
gion may be even larger and more populous than in 1980”. On page 
16, the report states that “While the exact date on which the region’s 
population will reach 3 million is necessarily uncertain, that day will 
surely come in the foreseeable future, and population growth will 
continue thereafter.” 

Chapter II of the transportation plan, “The General Plan of Re- 
gional Development” states the policies underlying the general land 
use plan for the region. The general] development plan report is the 
work of the staff and consultant John T. Howard, and bears the same 
relation to chapter IT as the engineering and other consultants’ reports 
to the other sections of the transportation plan. 
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There seems to be some confusion about the Commission-Council’s 
views with regard to population policy, originally endorsed in a No- 
vember 8, 1956, statement by our consultant, John T. Howard, and 
later enunciated in the “General Development Plan Report” prepared 
under Mr. Howard’s direction. That report, on pages 9-12, analyzes 
the CEIR projections and then explains why those projections should 
be modified. It is a mistake to infer that this point of view envisions 
“holding” the 1980 population to 3 million people. The report merely 
points out the duetrabitity of providing public services for the in- 
evitable growth problems confronting the community, rather than 
undertaking promotional efforts to induce industrialization and even 
more growth. The need for promotional efforts to reach the high de- 
gree of industrialization projected by the CEIR is implicit in the 
statement on page 116, paragraph 2-b of their report. “The antici- 
pated slowing down of Federal Government expansion should now 
enable industry to begin catching up with other sectors, especially if 
the community takes the necessary steps to facilitate establishment 
and growth of suitable industries.” 

(6) Get homes and work places closer together ? 

As you know, the plan envisions that most of the new employment 
will locate outside of the inner city: The District of Columbia gets 
only 22 percent of the 353,000 new jobs, the downtown area only 12 

ercent. Most of the new suburban employment is non-Federal, and 
bial planning agencies have set aside land under zoning to accom- 
modate this. The Planning Commission and the Council have the 
opportunity to affirm this objective as it affects Federal installations 
only when Federal agencies seek new locations. There have been no 
formal requests to the Commission to consider new Federal locations 
since the plan was adopted. 

(c) Create new centers of development, separated by wedges and 
belts of open spaces ? 

If this refers to the location of small Federal centers well outside of 
the urban area, nothing has been done. Implementation of such a 
policy should be delayed until the community has determined the kind 
of transportation system it wants. Ifa rapid rail system is built here, 
the policy should be carefully reexamined. If a rapid rail system 
does not materialize, this policy would probably be vigorously sup- 

orted. 

(d) Limit density of development or provide trunk sewers in water 
supply watersheds ? 

In keeping with the density proposals of our plan, all of the local 
governments have low density zoning in force in the outlying areas. 
Working in conjunction with the governments, State water control 
boards and public health departments exercise control over the loca- 
tion and operation of sanitary sewage disposal facilities. The Com- 
mission-Council’s policy against dumping treated sewage effluent 
above the Potomac River water supply intakes has been accepted and 
fostered by the Washington Metropolitan Regional Conference. The 
Commission-Council’s policy has been brought to the attention of the 
Federal Aviation Agency. 

(e) Preserve extensive open spaces? 

As programed in their 1960 budgets, the Commission and the Coun- 
cil will have embarked upon a joint park and open space planning 
program by midwinter. This program will be based upon an exten- 
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sive report on ways s and means to preserve open spaces prepared for 
the Commission and Council by a consultant 2 years ago, it is intended 


that this work shall lead to an action program to implement these 
policies. 


2. New concepts of regional development 
Since the adoption of the general development plan, some chal- 
lenging new conceptions of the character of a modern urban center 
have been offered, not: ibly the Gruen plan for Fort Worth and the 
many others modeled on it. Some new proposals on the development 
of downtown Washington and the growth of the National Capital 
region have been offered by Constantine Doxiadis. Has either plan- 
ning body taken any steps to incorporate any of these proposals in 
its planning ? 
Reply 
During the next several months, the Commission and the Council 
will be preparing sketch plans for the Washington metropolitan area 
for the year 2000 A.D. The staff will look carefully into various 
planning possibilities, including such proposals as those of Constan- 
tine Doxiadis. 
Such concepts embodied in the Gruen plan for Fort Worth will also 
be studied to determine their applicability to our central business 
district. The planning Commission is cooperating with the National 


Capital Downtown Committee in planning for renewal and redevelop- 
ment of the city’s central business district. 


3. Reconsideration of the relative part to be played by high- 
ways and mass transportation 
In view of the increased emphasis on rapid transit in the statement 
of the Bureau of the Budget and the District Commissioners, the 
widespread opposition to extensive additional highway construction, 
and the doubtful prospects of securing funds for additional highways, 
do you feel that any revision in the transportation plan is called for? 
Reply 
Reconsideration of the part to be played by highways and mass 
transit will become properly the function of the proposed Federal 
corporation, which we trust will be created by the Congress early in 
the forthcoming session. 


4. Revision of land use plans 
What steps are being taken to revise land use plans to reflect the 
impact of the transportation facilities proposed in the transportation 
plan, and to make it possible to provide the region with transportation 
in a More economical manner ¢ 
Reply 
The present land use plan is the result of mature deliberations be- 
tween the regional planning council and the various planning agencies 
of the region 1 and with the aid ofa competent consultant. 
Any revising of the Council’s general land use plan in the ne 
future depends upon getting a clearer indication of the te 
intentions to follow or to modify the transportation recommendations. 


Should this be long delayed, however, we would undoubtedly consider: 
revision studies, 
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When the transportation corporation is established, on the other 
hand, we hope that revision of the land use plan would be the result 
of collaboration between that agency and the planning agencies, with 
the latter exercising the superior responsibility. 

5. Use of existing transportation facilities 

Do you regard integration of existing transportation facilities with 
the mass transportation plan the responsibility of the proposed Fed- 
eral corporation? ‘The committee has the impression the authors of 
the plan regarded their task as a planning conception, one of taking a 


new, fresh look at transportation needs, rather than working out such 
details as the role of existing companies and interests. 

Reply (by Harland Bartholomew) 

The survey strived for a thorough understanding of the 
operations and the capabilities of the existing transportation com- 
panies including all local mass transit, intercity bus, commuter rail- 
road, taxi, airport ground transportation and airport air transporta- 
tion. 


xk * * 


* 


When we began to study the long-range needs of the region, 
we had less need to contact these people for it was our purpose and our 
function to determine what quality of service and what system of 
transportation would best meet the needs of the community if we were 
to provide for the type of region envisioned in the long-range land 
development plan. The area public utility officials were most helpful 
in this regard. This is not to say that we had no contact with the 
private companies. I described to you last week at your hearings our 
meetings with D.C. Transit System, Inc. We also met with Balti- 
more & Ohio Railroad officials in Baltimore to study their facilities 
inasmuch as we expected, early in the study, that 1 its Silver Spring 
line, in particular, would provide a good location for a rapid transit 
route. However, it developed that this route and the others would 
provide so little service to District residents and the construction 
problems would be so great relative to the line’s service values that use 
of the lines was considered infeasible. Mr. Hoover on a number of 
oceasions reviewed our program with Mr. Patchell of the Pennsyl- 
vania Railroad. 

The next steps in planning and developing a transportation system, 
by the proposed Federal corporation or a similar organization, should 
logically involve a much aes working relationship with existing 
transportation firms. Our purpose was to establish needs and _ pro- 
pose a method of meeting them. Now that the needs have been estab- 
lished by our survey, a dev elopment organization must work out the 
problems of fitting the needs into a system by accounting for many 
other details and other problems not fully analyzed in our survey. 
This includes, of course, working with existing transportation com- 
panies to define more specifically their role in the future e system. 


Ellis L. Armstrong, Commissioner, Bureau of Public Roads 


1. Balanced use of the highway system 


Automotive traffic was assigned and reassigned to various freeways 
and arterial streets, so that none should be overloaded. That is, where 
the original assignment gave a given route more than its capacity, the 
excess trips were reassigned to adjacent routes. 
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Can it be assumed that drivers will actually behave in the manner 
assumed? That is, will traffic redistribute itself among various routes 
so as to result in an optimum utilization of an urban highway system, 
when the number of drivers preferring certain routes is greater than 
the capacity of those routes? Will this process take place without 
chronic congestion from overloading on the routes experiencing an 
excess of driver preference? If not, what steps should be taken to 
assure balanced use of the highway system ? 

Reply 

Some of the questions can be answered with some certainty but 
others can be adequately answered only in the future as the transpor- 
tation system develops in the growing community. In such cases our 
answers reflect our best judgment on the basis of facts now available 
to us. 

Studies made by the Bureau of Public Roads and several of 
the State highway departments indicate that travel time is the best 
measure of the probable distribution of automobile traffic between 
alternate routes. ‘The mass transportation study employed the time- 
ratio technique in making assignments to the various freeway and 
arterial routes. Further, after a review of the “desire” assignments 
to the freeway system the plan was revised so that the freeways in 
most corridors were supplemented by local street widenings, exten- 
sions and other improvements. Following this, time ratios were 
modified and a new traffic assignment was made. Assuming that the 
work was carefully done it seems reasonable to assume that the traffic 
distribution will be in close agreement with the assignment. 

We have ample evidence that traffic distributes itself on facilities 
of reasonably comparable character somewhat as water seeks its own 
level. We also have ample evidence that traffic will use a superior 
facility, even at the expense of time in some cases, presumably to avoid 
irritation and possibly recognized hazard of “conventional” routes. 
This factor evidently does induce certain drivers to seek to use the 
better route even though congested, in preference to the less crowded 
streets. The important element in assuming balanced use of the sys- 
tem is to reduce to a minimum the differences between the routes that 
compose it. This means upgrading the operational characteristics of 
existing and proposed new facilities below the freeway level by full 
use of the best traffic engineering techniques. In the expectation that 
sheer necessity will produce this desired operational level, we see no 
reason to doubt that a balanced use will be attained. 

2. Anexpanded highway program 

The above assumes that the overall capacity of the highway system 
is adequate. If this is to be true, there will have to be an acceleration 
in the construction of highways already planned, and an extra $500 
million will have to be spent on highways, most of it in the near 
future. 

Can you suggest any way by which the necessary acceleration of 
current highway programs, and the financing of additional highways, 
could be achieved ? 


Reply 


This of course is the key question, and we feel that in its considera- 
tion we cannot view the problem of the Washington metropolitan 
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area as a case wholly apart from the broad problem of highway 
finance in urban areas generally, still recognizing, of course, the spe- 
cialized situation in this area. 

Given the condition of revenues adequate over a long period of 
vears but insufficient during the first part of the period, there are 
but two means by which a highway construction program may be 
accelerated: (1) By an increase in the supporting taxes over the 
period of accelerated construction, to be followed by a reduction of 
taxes during the remainder of the projected period, perhaps below 
the level existing before the increase; or (2) through a program of 
credit financing whereby bonds issued for partial financing of the 
program during the period of accelerated construction will be retired 
during the subsequent period, when construction requirements may 
be presumed to be at a lower level, while at the same time revenues 
will be higher and on the increase. 

Current Federal policy favors the first of these two alternatives. 
There are those, however, who advocate handling the highway pro- 
gram on a long-term investment basis, by the terms of which pledged 
highway-user revenues form the means of retiring the investment 
out of the earnings of the facilities created by it. This is the method 
by which toll roads are financed; and it is the method advocated 
by the Clay committee in the report contained in House Document 
93, 84th Congress, 1st session. 

Relevance to the Washington area situation.—As stated on page 73 
of the report on the “Transportation Plan for the National Capital 
Region,” it is essential to the plan that the Federal highway program 
in the region be carried out according to schedule as originally 
planned. On the assumption that such would be the case, and that 
noninterstate construction in Maryland, Virginia, and the District of 
Columbia will continue at current levels, the report makes the finding 
that an additional $500 million of construction, not included in exist- 
ing State and District programs, is urgently needed, preferably by 
1965 or not more than a few years later. 

Additional] revenues to meet this $500 million need will not be easily 
found in any of three jurisdictions. It is reasonable, however, to 
point out that the plight of the Washington area is not unique. All 
States must find additional highway revenues if they are to meet 
the demonstrated needs of their highway systems, rural and urban. 
A comparison of needed expenditures in the Baltimore, Richmond, 
and Norfolk areas would probably reveal situations similar to that 
in the Washington region. This is no great consolation, but it does 
point up one fact: If the Federal Government, the States—including 
Maryland, Virginia, and the District—and local jurisdictions should 
truly face up to the necessity for increased highway revenues, the 
highway problems of this and other urban areas could be solved; 
otherwise, the cleverest financing will not turn the trick. 

Special difficulties of the District of Columbia.—Some qualification 
of the foregoing statements is necessary in the case of the District, 
which suffers the disadvantage of being a central city separated gov- 
ernmentally from the heavily populated surrounding suburbs. Fur- 


thermore the Federal Government, by far its largest employer and’ 


its biggest business, pays no taxes but makes certain contributions in 
lieu thereof. A very considerable part of the vehicles that dailv 
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use and will use the expressways and arterial highways of the Dis- 
trict are those of Maryland and Virginia residents who register their 
cars and buy most of their gasoline outside the District. This cir- 
cumstance is mitigated somewhat by the fact that Washington motor- 
ists and commercial-vehicle users perform a considerable amount of 
travel in suburban and rural areas, largely on gasoline purchased 
near their homes or places of business; but there is no doubt a sizable 
overbalance in favor of the two surrounding States. These condi- 
tions, combined with the necessarily higher unit costs of highway 
facilities in the central city, result in a District share of the needed 
highway program ($872 million out of $1,803 million) that is out 
of proportion to its present highway revenue resources. 

A fact that should not escape notice is that about 31 percent of the 
road-user revenues of the District of Columbia are used for nonhigh- 
way purposes. The nonhighway allocations in 1958 amounted to $6 
million out of net total receipts of $19.4 million. The nonhighway al- 
locations involved are $3.705 million representing the two-thirds of 
the motor-vehicle registration fees which go to the District general 
fund, $0.33 million in motor-carrier taxes, and $1.939 million in fines 
and penalties. ‘These revenues could not readily be redirected to the 
highway fund of the District of Columbia without finding other funds 
to replace them. It is clear, nonetheless, that an item now amounting 
to $6 million and bound to increase approximately in proportion to 
motor-vehicle registrations would be of very material aid to the high- 
way budget of the District. 

Solution proposed in the report——The report recommends the es- 
tablishment of an Interstate Proprietary Agency for the Washington 
area, endowed with limited taxing powers and charged with the re- 
sponsibilities of (1) regulating, financing, and operating transit fa- 
cilities, and (2) assisting and supplementing the State and local 
highway agencies in completing the needed highway program. It is 
shown that a 2-cent regional gasoline tax plus a regional license fee 
ee $10 per year ‘at dee a $500 million 30-year bond 
issue, and thus carry the additional burden above projected programs. 

This scheme would tax the motorists of the area for the areawide 
need of an additional $500 million, and would have the effect of tend- 
ing to compensate for the use of District highway facilities by Mary- 
land and Virginia vehicles. The difficulty is the extreme unlikelihood 
that the device of an Interstate Proprietary Agency, requiring con- 
gressional authority and an interstate compact, can be created in time 
to undertake this financing when it is needed, i.e., during the next 6 to 
10 years. The problem, therefore, is to devise a reasonable means of 
financing in the absence of such an agency. 

Federal contribution.—The report recommends special contribu- 
tions by the Federal Government for highway construction in the 
Washington area and particularly in the District of Columbia, citing 
the Federal Government’s role as the largest (and nontaxpaying) 
property owner and as employer of 38 percent of all workers in the 
region, its interest in preserving the esthetic values of the Federal 
District, and the fact that a large part of the costs requiring new 
sources of funds will be incurred in the District of Columbia. There 
is no question of the Federal Government’s stake in the improvement 
of transportation in the Washington region. 
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Possibility of local tax contributions—The District of Columbia 
derives its revenues for streets and highways almost exclusively from 
its own road-user taxes and from Federal aid, which in turn is derived 
from the road user. This is in contrast to the situation in most large 
cities. For example, in 1956 the receipts (exclusive of borrowings) 
of urban places for highways (not inckaitina the District of Colum- 
bia) were $1,185 million, of which $702 million, or 59 percent, was 
derived from local property taxes and local general revenues. 

Because of the demands which other government functions make 
on the property tax and other general revenues of the District of 
Columbia the prospects that a substantial highway contribution will 
come from this source are not bright. If, however, there is, as there 
seems to be, a strong motivation among local business and investment 
interests to preserve the central city as the dominant shopping, amuse- 
ment, business, and employment area, perhaps a way will be found 
to extract at least a modicum from those who stand most to profit 
from a highway and transit plan designed to serve this objective. 

Summary.—The highway revenue stringency in the Washington 
region reflects a nationwide need for support of adequate highway 
programs, particularly in our great metropolitan areas. There is 
no magic formula; it is a question of putting together bits of addi- 
tional revenue from a number of sources. But if we may hope for a 
reawakening of the spirit of 1956, we may find in both the Federal 
Government and the States a disposition to provide the needed high- 
way revenues and also to apply to the capital budget for highways the 
principles of farseeing business investment financing. The Washing- 
ton region would profit from such a favorable turn of events. But 
the District of Columbia must take a special effort on its own account. 
It should work for the termination of the allocation of motor-vehicle 
revenues to nonhighway purposes, and should explore the possibilities 
of deriving some support from the business interests that stand to 
profit from the execution of the transportation plan. Finally, the 
Federal Government should recognize its tremendous stake in efficient 
transportation in the Washington area. 

These comments with respect to financing are for the technical as- 
sistance of the committee and do not necessarily reflect the position of 
the Department of Commerce. 

3. Preserving highway capacity 

In any case, transportation planning must face the possibility that 
the total highway system actually built, by any given date, will have 
less capacity than is required by the automotive traffic at that date. 
This possibility is recognized in Mr. Barnett’s statement in the trans- 
portation plan. It may prove that such planning measures as are 
undertaken, as suggested by Mr. Barnett, will not suffice to reduce 
traffic to highway capacity. In such a case, what should be done to 
assure that highways carry their full capacity, and do not lose carry- 
ing isaac! by congestion resulting from overloading ? 

pecifically, what is your policy on limitation of entry to freeways, 
so as to prevent congestion? If you favor this, how should it be 
accomplished? On what basis should some vehicles be admitted 
while others are denied entry? What is your attitude toward the 
use of tolls to reduce peak-hour congestion, if the physical and admin- 
istrative problems connected with toll collection can be resolved ? 
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feply 

We agree that we must face the possibility that the total highway 
system as actually built at any given date may have less than the de- 
sired or even needed capacity. We would hope, of course, that ade- 
quate planning measures such as those suggested by Mr. Barnett may 
prove effective in reducing the demand for travel. Where that is not 
the case, however, we should favor limiting the entry of vehicles to 
freeways if necessary to prevent congestion and diverting traffic from 
the freeways when congestion or stoppage occurs regularly. This 
“an be accomplished by metering traffic to the freeway through the 
control of signal green time on the surface streets, by employing either 
barricades or “ramp closed” signs, by using signals or signs for diver- 
sion movements, or by radio communication with the driver. The 
metering of traffic combined with signals or signs for diversion move- 
ments is the recommended approach, and if properly applied should 
make unnecessary the more drastic closing of ramps which would cer- 
tainly inconvenience and irritate drivers. 

In order to establish criteria for the development of the most ade- 
quate control system, we are participating with the Michigan State 
Highway Department in a $400,000 television surveillance project to 
study traffic operations on a Detroit expressway. The objective is to 
determine the causes of congestion as well as to test various signal or 
other control systems. A $250,000 project with almost similar objec- 
tives is now being planned for the Congress Street Expressway in 
Chicago, making use of electronic devices which will sense speed, vol- 
ume, and density at many points along the freeway. These measure- 
ments will be fed into a computer which will continuously monitor the 
freeway and predict when congestion is about to occur. In both stud- 
les an operator can direct motorists not to enter behind the congested 
area or to leave the freeway before reaching the congested area. 

The city of Los Angeles has had some success regulating the flow 
of traffic on its freeway system by observing operations from a helli- 
copter. Information is radioed to commercial radio stations which, in 
turn, broadcast conditions at prescribed times to the public. Mem- 
bers of the family at home are encouraged upon hearing the condition 
reports to relay the message to those at work so that they can use 
or not use the freeway for the work-to-home trip. 

Highway capacity may also be preserved and increased by going 
beyond visual and radio communication to automatic operation of 
certain signals in the vehicle or even the automatic operation of the 
vehicle components such as brakes and steering. In this respect we 
are now initiating a project with a research institute which will de- 
velop some basic concepts for such a communications system. The 
ultimate would be taking control of the vehicle completely away from 
the driver. However, it is our feeling that every effort should be de- 
voted to preserving capacity without the application of complete 
automatic guidance. 

We do not feel that it is justifiable or practicable to be discrimina- 
tory in the denial of entry to the freeway, nor would we recommend 
the use of tolls to reduce peak-hour congestion. We would not. favor 
discrimination on the basis of ability to pay and, in addition, recog- 
nize the difficulty of toll collection without considerable decrease in 
capacity and increase in expense. 
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4. Use of interstate highways by local traffic 

Section 116b of the Federal-Aid Highway Act of 1956 declares that 
“local needs, to the extent practicable, suitable, and feasible, shall be 
given equal consideration with the needs of interstate commerce.” 

Are “local needs” currently interpreted as including peak-hour 
commuting traffic in urban areas? If so, in view of the traffic volumes 
along interstate routes, indicated by the mass transportation survey 
in the Washington area, do you feel that the Interstate System can 
be completed, as planned, while adhering to this interpretation ? 

Reply 

As you note, Federal highway legislation does require that equal 
consideration be given to local needs. Beyond the strictly legal ques- 
tion, however, lies the practical question of providing the most in safe 
highway transportation for the dollar. 

Adequate distribution of the traffic approaching a city on an in- 
terstate highway requires frequent connection to the local street 
system or the development of a secondary expressway system which 
itself is connected to the local street system. Patently, interchanges 
located too infrequently will overload the local streets and require ad- 
ditional construction on them. Interchanges closely spaced to avoid 
overloading the street system, on the other hand, may cause inter- 
ference with traffic flow on the interstate route. Thus, each case must 
be considered on its merits, and interchanges and ramps introduced 
into the plan in whatever manner is found to be most practicable. 

With the existence of interchanges needed for proper distribution 
and collection of interstate traffic (here at least 95 percent will have 
origin or destination in the area), means naturally become available 
for use of the system by local traffic, including commuters, and, within 
limits of practicability, allowance is made in the design for this traffic. 
Such allowance is not. only in accordance with our legal requirements 
but also provides the cheapest and safest highway transportation on 
a vehicle-mile basis. 

In some areas, and in these areas only in certain corridors, it be- 
comes wholly impracticable to provide for all the traffic that would 
be attracted to a freeway in that corridor. In such cases, as in the 
Washington area, the maximum practicable capacity is provided in 
the freeway design, and the traffic that cannot be so accommodated 
must be provided for on other facilities within the balanced program 
discussed in questions 1 and 3. 

We feel that the Interstate System can and must be completed un- 
der this interpretation. 


5. Use of freeway median strips for transit 


The transportation plan calls for the prompt acquisition of extra 
freeway right-of-way for possible later installation of rail rapid 
transit. 

Is the operation of rail rapid transit in the median strips regarded 
as compatible with full use of the freeway, especially with respect. to 
safety? Is this regarded as preferable to a third set of highway lanes 
in the median strips for reversible use by automobiles or buses, or both, 
to meet peak-hour needs? 

What is your present policy on the use of Federal-aid funds for 
the acquisition of additional freeway right-of-way for later use by 
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rapid transit? If legislation is needed, do you have a specific pro- 
posal to make? 

To what. extent will the critical traffic volumes to be accommodated 
in the design of highways in urban areas henceforth be encountered 
on weekends and holidays rather than in the rush hours at the begin- 
ning and end of the working day? To what extent will this be true 
if mass transportation plays a substantially greater role in carrying 
the commuting traffic to the central city than is suggested by current 
trends? 


Reply 

The operation of rail rapid transit in the median strip is certainly 
technically feasible as has been demonstrated on the Congress Street 
Expressway in Chicago. At the present time there has been no ex- 
perience that would indicate that the operation is unsafe. However, 
should it be decided to provide for both rapid transit and private 
vehicle operation in the same facility, we suggest that consideration 
also be given to separate lanes in the median for the exclusive use of 
buses or, under appropriate conditions, for both buses and private 
vehicles. The Lincoln Tunnel carries about 450 buses an hour to the 
New York Port Authority bus terminal, which means a movement 
of from 20,000 to 25,000 persons per hour. The buses use only a por- 
tion of a lane, the remainder being used by passenger cars. Even 
with such a sizable operation, it was not thought necessary or desir- 
able to set aside a lane solely for buses. In consideri ing separate fa- 
cilities for transit operation, whether rail or bus, it is important to 
consider the demand for services as well as the capacity, and to avoid 
unused transit capacity at the expense of desired capacity for private 
vehicles. A current example is offered by the Congress Street Ex- 
pressway in Chicago. Here the rail rapid transit system, newly 
completed and presumably offering up-to-date standards of service, 
is reported by the Chicago Transit Authori ity to move 4,800 persons 
in the morning peak hours inbound and 5,500 in the evening peak 
hours outbound. These figures are in ae contrast to the 40,000 
often cited as the capacity of a single lane of rapid transit. In these 
same hours the persons accommodated in private vehicles on the ex- 
pressway were 7,100 inbound and 6,100 outbound, more in both cases 
than by rapid transit. 

On a daily basis the expressway accommodated 133,000 person trips 
in both diredtidite while the transit line accommodated 36,000. 

At a point nearer the Loop, where the Congress Street line com- 
bines with the Douglas line, the total on the transit lines is greater. 
Here the inbound peak in the morning is reported as 9,400 persons 
and the outbound peak in the afternoon 11,000 persons. 

On a daily basis the Congress Street Expressway, a single highway 
facility, accommodates more person trips than the total number car- 
ried on the three transit lines combined (Congress, Douglas, and 
Lake) that serve the same traffic corridor. It must be considered, of 
course, that the Congress Street Expressway occupies about twice as 
much land as the three transit lines combined and that where a transit 
line changes to a subway it occupies no surface land at all; that the 
Congress Street Expressway is running near capacity, whereas the 
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transit lines are operating at a fraction of capacity; and that the cost 
of rail transit, particularly of subways, is relatively high. Also, the 
fact that the rail transit is operating well below capacity now does 
not mean that it might not more nearly approach capacity in the 
future, since improvement in the entire rail transit system can rea- 
sonably be expected. Moreover, comparing the actual use or even the 

capacity of the highway and the rail transit cross sections on a single 
facility is not of overriding significance. Mass transit and freeways 
must be considered as a citywide transportation problem, and even if 
some lines are not used to capacity they can contribute greatly to the 
overall transportation needs of a city. 

Under the rules and regulations for the administration of the Fed- 
eral-aid program, rights- of-way acquired with Federal-aid funds 
must be kept inviolate for highway purposes, subject: to certain ex- 
ceptions as may be approved “by the Administrator. Since Federal 
highway funds are solely derived from highway users there seems to 
be no reason in equity to use highway funds for any extra costs re- 
sulting from providing for rail transit. Our policy is to apply road 
user funds to the cost of right-of-way and construction of an accept- 
able freeway and funds from sources other than Federal aid for the 
increase in cost, such as increased width of right-of-way or increased 
cost of construction, or both, to provide rail transit in the median 
where justified. 

In answer to the last part of your question 5, there are, of course, 
examples (and in this area) where weekend peaks will be greater than 
weekday peaks on the Interstate System. In such cases, as you ob- 
serve, it would be wasteful, indeed, not to provide for full use of the 
facilities by weekday commuters. Where such a situation exists it 
might be fitting to have a pair of expressway lanes allocated exclu- 
sively for buses for afternoon and evening rush hours, and available 
for automobiles and trucks in other hours and for weekend peaks. 
Rail rapid transit principally for weekday commutation would not 
fit such a pattern. 

We see no reason to suggest changes in broad Federal highway leg- 
islation, for experience shows that satisfactor y arrangements can be 
worked out to provide for rail transit in the medians of freeways 
where warranted, provided the relatively small sums of money for 
the extra cost are forthcoming from sources other than highway user 
funds. The National C apital region transportation plan is the result 
of extensive studies by well qualified individuals and organizations. 
The recommendations therein should be followed while w: ratching the 
land development in the region to see whether adjustments in the 
recommendations are necessary from time to time. The legislation 
needed now is the passage of House Joint Resolution 402 to set up 
the machinery for regulating existing transit on a regional basis, fol- 
lowed by legislation to set up the interim Federal corporation recom- 
mended by the National Capita] region transportation plan. We 
would, however, initially limit the powers of the Federal corporation 
to additional and continuing study and to finding the extra funds 
needed for insuring that those freeways which are advanced to con- 
struction are so designed as to avoid closing the door to future rail 
transit, 
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John B. Funk, chairman, Maryland State Roads Commission 


The transportation plan calls for the prompt acquisition of extra 
rights-of-way on certain freeways, to be used later for rapid transit. 
Are you in a position to undertake the necessary acquisitions now ! 
If not, what steps should be taken by other governmental agencies to 
enable you to proceed ? 

If steps are to be taken immediately to acquire rights-of-way for 
highways wide enough to permit the ultimate incorporation of rapid 
transit in median strips, as recommended in the report, what changes 
in existing laws, financing, or engineering procedures are required ? 
Please include reference to the design of br idges serving such high- 
Ways in your reply. 

Reply 
* This commission is not in a position to immediately under- 

take the acquisition of extra rights-of-way to be used later for rapid 
transit. Some additional staffing of our right-of-way division would 
be required to move immediately into these acquisitions but, most 
important, funds for these acquisitions would have to be authorized 
and legislation to permit their purchase would have to be passed. 

Under existing legislation the Maryland State Roads Commission 
is only authorized to acquire property for the construction or im- 
prove of the State system of highways. There is a serious question 
as to its right to asquire property (and median strips) to be used 
by a public transport ation company. The use of presently authorized 
highway funds for such a purpose is also questioned. 

In review ing the report of the mass transportation survey, it would 
appear that engineering procedures would depend to a large extent 
on the type of or ganization established to initiate the planning and 
development of the transportation system and the degree of responsi- 
bility and authority delegated to such an organization. Three pos- 
sible forms of organization have apparently been considered ; namely, 
(1) interstate regulatory agency, (2) Federal corporation, and (3) 
interstate proprietary agency. From the description of these organ- 
izations, it would appear that consideration would have to be given 
to designating a liaison and coordinating officer to represent the com- 
mission in engineering matters. The responsible organization would 
have to establish a definite policy and detailed design criteria in order 
to assure adequate provisions for the contemplated facilties. In view 
of the estimated cost of $434 million for highways in Maryland alone, 
expansion of our engineering capacity, either by employi ing additional 
personnel or engaging outside engineering services, would be neces- 
sary. 

As to structure requirements, provisions for rapid transit facilities 
will, undoubtedly, require either longer or more numerous spans than 
are now generally required. Vertic: al clearances for ov erpassing struc- 
tures would have to be increased, and because of heavier loads, greater 
depth of span members would require higher expressway structures 
to provide adequate vertical clearances for underpassing roads. Con- 
sideration will also have to be given to incorporating features for 
pedestrian access to loading platforms. 

It appears that the primary problems are legal and financial. Be- 
fore these are resolved, there is little action which could be undertaken 
by the Maryland State Roads Commission at this time. 


* * 
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S. D. May, commissioner, Virginia Department of Highways 

The transportation plan calls for the prompt acquisition of extra 
rights-of-way on certain freeways, to be used later for rapid transit. 
Are you in a postion to undertake the necessary acquisitions now? If 
not, what steps should be taken by other governmental agencies to en- 
able you to proceed ? 

If steps are to be taken immediately to acquire rights-of-way for 
highways wide enough to permit the ultimate incorporation of rapid 
transit in median strips, as recommended in the report, what changes 
in existing laws, financing, or engineering procedures are required ? 
Please include reference to the design of bridges serving such high- 
ways in your reply. 

Reply 

* * * T wish to assure you that the Highway Commission of Vir- 
ginia is most vitally concerned in the development of the mass trans- 
portation plan for the Washington metropolitan area. 

Our answers to your specific questions, listed below, must of neces- 
sity be based solely upon the statutory laws under which our depart- 
ment of highways functions. 

1. The Virginia Department of Highways cannot legally acquire 
rights-of-way for rapid transit use. 

2. The Bureau of Public Roads or some other governmental agency 
would have to acquire and bear the full cost of such rights-of-way. 

3. Statutory law of Virginia is not broad enough to permit the ex- 
penditure of highway funds for rapid transit rights-of-way as con- 
templated under the mass transportation plan. 

4. (a2) With a median wide enough to permit rail rapid transit, 
bridges carrying the interstate route or expressway over a stream or 
another highway would be twin structures. In this case, a separate 
bridge designed for rail usage would be required. 

(6) Bridges over the interstate route or expressway are normally 
designed with a pier in the center of the median. Such bridges would 
have to be redesigned with two piers in the median straddling the rail 
facility. Highway clearances are not sufficient for rail transit. 


Roger Ernst, Assistant Secretary of the Interior, Department of 
Interior 


1. Operation of buses on parkways 
The transportation plan calls for operation of buses on parkways, 
and the Virginia bus companies have testified that they can improve 
service if allowed to operate on parkways. 
What type of transit service could appropriately be operated on 
parkways, and under what conditions? Should different standards 
be applied on different parkways? What modifications in the trans- 


portation plan’s proposals for parkway operation by buses would you 
recommend ? 


Reply 
* * * * * * * 
It should be noted at the outset that the responsibilities of the De- 


partment of the Interior are involved only insofar as the transporta- 
tion plan would affect areas of the National Capital Parks system. 
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However, we are concerned not only with the immediate recommenda- 
tions and their impact on park areas but also with possible future 
— upon such areas by the indicated heavy reliance on expanded 

reeway and parkway systems in solving long-range transit problems 
of the Washington metropolitan area. Because of the increasing land- 
use pressures on the limited park areas for nonpark use, and since 
the drastically increasing costs of right-of-way acquisitions cause 
construction agencies to look upon the parks as public space where 
highways may be built, we favor greater emphasis on rail rapid transit 
than is reflected in the report. 

* * * * * * * 


The operation of buses on the parkways of the National Capital 
Parks system is permitted by authorization of this Department under 
controls limiting number and size of buses and methods of operation. 
You are no doubt familiar with the present bus service on the Mount 
Vernon Memorial Highway and the Baltimore-Washington Park- 
way, and this Department intends to continue this authorization. This 
Department’s policy does not permit bus stops on the parkways and 
the pickup and discharge of passengers must take place beyond the 
parkway limits. An exception to this policy is currently observed on 
the Mount Vernon Memorial Highway for the reason that this park- 
way was constructed to allow bus stops within the right-of-way and 
this service was in operation prior to the inclusion of this facility in 
the National Capital Parks system. 

It appears from the report that bus traffic in the urbanized areas 
will become so heavy on the radial routes that before 1980 this type 
of transit may require the use of a full traffic lane. We do not concur 
with the report with respect to the planning of such great volumes 
of bus traffic on the parkways, which would defeat one of the primary 
purposes of the scenic national parkways under the jurisdiction of 
this Department. 


2. Operation of trucks on parkways 


The transportation plan includes some parkways in corridors which 
seem likely to experience heavy demands Prodi truck traffic. Examples 
are a link of the circumferential highway between Wisconsin and 
Connecticut Avenues, and the Glover-Archbold Parkway, and the 
Baltimore-Washington Parkway. 

Are there any conditions under which you would approve the use 
of such routes by trucks? 

Reply 

It is a general policy of this Department to exclude all vehicles, 
other than passenger-carrying vehicles, from the parkways of the 
National Capital Parks system. In line with this policy we do not 
permit our own trucks to use the parkways unless working on specific 
projects, and we have consistently observed this policy in our dealings 
with countless other governmental units wishing to operate trucks on 
the parkways. We have on occasion departed from this policy in 


extreme emergencies, but we have not granted permission on the 
grounds of saving time or of convenience. Such use would nullify 
the purpose for the parkway development and would seriously detract 


from the character and dignity of the parkways of our Nation’s Cap- 
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ital. We would point out that the glossary of the mass transportation 
plan contains definitions for the recommended highway system. The 
parkway definition indicates that it is an arterial highway excluding 
commercial vehicles other than buses, and great attention is given in 
design, landscaping, and fitting the facility to the topography. 

3. Use of park land for highways 

The transportation plan contemplates a number of new highways 
which may have to pass through park lands. Examples are the in- 
termediate loop and the link between the Wisconsin Avenue corridor 
route and the inner loop. 

When park land is taken for highways, should funds or equivalent 
land be transferred by the highway agency to the park agency / 

Reply 

There are various highway projects in the District of Columbia 
currently planned or in some instances under way, which will utilize 
a considerable amount of park land for their construction. We are 
not in sympathy with devoting park lands to highway projects espe- 
cially since there is practically no undeveloped land in the District 
of Columbia presently available for addition to the park and recrea- 
tion system of the Nation’s Capital. Since the existing park system 
is not adequate in acreage for the park needs of the present. population 
and the needs of the visitors who come to Washington due to its na- 
tional significance, it is imperative that no further invasion of park 
land be permitted. 

In studying the mass transportation plan, it appears that this plan 
proposes more park lands will be devoted to highway and possible 
mass-transit purposes. It is the policy of the Department of the 
Interior that where existing highways are being widened or renovated 
and will require portions of park land, or even in some instances where 
all of a small triangular area or park will be needed for street widen- 
ing and channelization purposes, we would not require any compen- 
sation for the land, but where a facility is planned to occupy substan- 
tial areas of park land, then replacement of land and facilities will 
be required. 

In summary, we believe that the mass transportation plan for the 
National Capital region constitutes a good approach to the basic 
problem. We endorse its objectives. We feel strongly, however, 
that none of the specific highway programs incorporated in the plan 
should be considered as final even though they have been advanced to 
the stage of being programed. In short, we believe that formula- 
tion of a comprehensive transportation plan should permit reconsider- 
ation of any specific proposal incorporated in it on which construction 
has not actually started. 


David E. Finley, Chairman, Fine Arts Commission 


The transportation plan proposes filling the local street systems 
to their absolute capacity during peak hours. We refer to figure 41 
of the survey report. (One consequence of this is an extensive pro- 
gram of street widening and the consequent destruction of shade trees 
as on New York and Rhode Island Avenues at present.) Is this a 
satisfactory long-term goal ? 
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Re ply 

The members of the Commission of Fine Arts feel very strongly 
that a rapid transit system should be built as soon as possible in order 
to provide a comfortable and convenient method of bringing com- 
muters to and from Washington, and also to provide the residents of 
the city with a means of transportation without using motorcars. 
Such a system should, of course, be supplemented by a convenient bus 
service which would use the present street system. If this is done, 
we see no reason for widening the streets and ae down the trees, 
as has been done recently on New York and Rhode Island Avenues, 
and as has been further proposed in the eee survey. In 
our opinion, destruction of the L’Enfant plan of Washington with its 
vistas of tree-lined streets would completely change the beauty and 
distinction of Washington. I can think of no greater calamity than 
to have the trees of Washington sacrificed in order to make more room 
for motorcars. 

No problems will be solved if it should be made easier to use private 
motorears rather than public transportation. The Government will 
only be defeating its purpose if it should expend large sums of money 
on transport: ition and improved bus service and at the same time 
invite still more use of motorears than at present. 


Franklin G. Floete, Administrator, General Services Administration 
1. Location of new Federal buildings 


The transportation plan contemplates some decentralization of 
Federal employment to points some distance from downtown Wash- 
ington. An even greater decentralization has been proposed by some 
witnesses. 

Does the Federal Government have a long-range building program ? 
What are the current policies with respect to the location of new Fed- 
eral office buildings in the Washington area? What are the current 
plans for elimination of temporary buildings? What is the likelihood 
that new centers, employing from 2 to 10, 000 yersons, will be built in 
the vicinity of Olney, Piscataw ay, Springfiel , and Fair fax, and that 
other new centers will be built, as ‘contemplated by the transportation 
plan (p. 17) ? 

Reply 

iSA has a public building program which is designed to meet the 
urgent needs of the Feder: al Government for efficient space in the 
W ashington metropolitan area. The enclosed brochure summarizes 
the space problem which confronts us and outlines current progress 
and plans for its solution during the period 1956-66. It will be noted 
that the program is directed primarily toward the rehousing of a 
proximately 63,000 employees who now work in inefficient and ab 
standard space. Examination of the map of downtown spear 
in the brochure will disclose that some of the sites which have been 
selected or are under consideration are now occupied by temporary 
structures. As you know, the Public Buildings Act of 1959 provides 
a procedural charter for determining the public buildings needs of the 
Federal Government and for securing authorization for their acquisi- 
tion, construction and alteration. Section 8 of the act delineates the 
area within the District of Columbia within which real property shall 
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be acquired in carrying out the provisions of the act. In accordance 
with past practices, selection of specific sites within the Washington 
metropolitan area will be coordinated with the National Capital Plan- 
ning Commission. The Central Intelligence Agency headquarters 
building is the only building in our current construction program for 
the Washington metropolitan area which is being constructed outside 
the District of Columbia. Plans for the construction of buildings 
under stages 2 and 3 of the program contemplate the selection of sites 
for five buildings outside the District of Columbia in nearby Mary- 
land or Virginia. A site for one of these building projects, the Bu- 
reau of Standards facility at Gaithersburg, Md., has been acquired. 
Sites for the remainder of these building projects will not be acquired 
prior to approval of the projects in accordance with the Public Build- 
ings Act of 1959 and the appropriation of funds for this purpose. 
2. Fees for parking at Federal buildings 

Testimony before this committee has pointed out that free parking 
near places of employment puts the transit industry at a severe com- 
petitive disadvantage with the private automobile, resulting in in- 
creased automobile usage and attendant highway costs. 

What is your attitude on the imposition of fees for parking at 
places of Federal employment, comparable with charges for private 
parking in areas of comparable density ? 

Would such a policy fall with the scope of the current policy on 
user charges, promulgated by the Bureau of the Budget ? 

If fees were to be imposed, how would they be applied with respect 
to special classes of auto users, such as those who need their auto in 
the course of their work, the physically handicapped, and car-pool 
drivers ? 

What standards of parking space per employee are followed in 
planning new employment centers of various types and at various 
locations? 

Reply 

The Bureau of the Budget has established and is coordinating the 
work of an Interagency Committee on Federal Employee Parking 
which we understand will consider, among other things, the feasibil- 
ity of imposing fees for parking at places of Federal employment. 
The study has not been completed. We do not believe that this sub- 
ject is within the purview of the Bureau of the Budget Circular No. 
A-25, dated September 23, 1959, subject: User charges. This circular 
relates to Government program services provided to the public while 
employee parking involves a relationship between the Government 
set its employees. 

In planning the construction of new public buildings, it is our ob- 
jective ordinarily to provide parking facilities in the ratio of 1 space 
for each 10 bulding occupants. These facilities are planned either as 
a garage in the building or as surface parking on undeveloped 
portions of the site, or a combination of these procedures. Site costs, 
construction costs, and geographic characteristics are factors affecting 
the ultimate decision. The ratio of 1 to 10 is designed to provide pri- 
marily for vehicles on official Government business and for a minor 
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number of employees’ cars as conditions permit. Parking spaces are 
ordinarily assigned in the following order of priority : 

(a2) Government-owned vehicles of the agencies and the interagency 
motor pool. 

(5) Privately owned cars used on Government business. 

(c) Vehicles of persons transacting business within the property. 

(d) Vehicles of employees of the agencies. 

O. Roy Chalk, President and Chairman of the Board, D.C. Transit 
System, Ine. 
1. Adequacy of buses on certain routes 

Could the projected traffic volumes, including those in the north and 
northwest corridors, be carried in express buses? What would be the 
requirement for highway lanes and bus loading bays? 

Re ply 

Express buses operating in reserve bus lanes and/or streets can un- 
questionably carry the present and future traffic volumes from the 
north and northwest corridors to and from downtown Washington. 
It is our opinion that such express buses could continue to do the job 
for many years to come by the mere addition of more reserve bus lanes 
and/or streets, all of which can be provided by existing or presently 
planned streets and avenues. Assuming the projections made by the 
mass transportation plan to be correct (p. 45), wherein it is stated 
that from 375 to 450 buses would be required in the direction of 
heavier flow during the peak hour, such buses could be carried on 
four or five reserve bus lanes provided the recommendations outlined 
in paragraph (3) below are carried out. 

The construction of bus bays of sufficient length to allow proper 
deceleration and acceleration would, of course, greatly increase the 
volume of bus traffic each bus lane could handle. 

2. Construction and operation of rail facilities by private 
enterprise 

Would you be willing to undertake construction and operation of 
a conventional two-rail transit system on approximately the same 
terms as you have proposed for a monorail installation, if the re- 
sponsible public agency decided this to be preferable? If not, on 
what terms would you undertake it? Would you be willing to equip 
and operate a publicly built and owned system? If so, on what 
terms? 

Reply 

D.C. Transit System, Inc., would be willing to undertake construc- 
tion and operation of a conventional 2-rail transit system on the same 
basis as outlined in my testimony concerning a monorail installation, 
but only as a second choice to monorail. D.C. Transit System would 
also be willing to equip and operate a publicly built and owned system 
on the terms presently contained in its existing franchise, provided 
it could earn 614 percent on gross operating revenues, and with an 
adequate provision for the purchase of all operating equipment and 
proper compensation for all other losses as a going business by the 
public agency in the event the contract should be terminated for any 
reason. 
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3. Eepress bus operations 

What modifications, if any, would you require in current regulatory 

and taxation arrangements, ‘and other public policies, in order to ope- 
rate express bus service on the radial freeways leading from the Dis- 
trict of Columbia into Maryland, along the lines set forth in the trans- 
portation plan? What could be done to help you provide such service 
in the immediate future, without waiting for freeway construction 
or legislation? Specific information would be appreciated on such 
proposals as reserved lanes, downtown, terminals, authority to operate 
on parkways, ete. 
Reply 

D.C. Transit System, Inc., could presently provide express bus serv- 
ice between downtown Washington and Maryland with the adoption 
of the necessary regulations. Such regulations should provide for ex- 
clusive bus lanes and/or streets in rush hour flow direction. By ex- 
clusive transit streets we mean the setting aside of one street for the 
exclusive use by transit operating buses in both directions, which 
street should be between each pair of one-way streets, thereby segre- 
gating transit and auto traffic. Traffic signals should be coordinated 
so as to accelerate transit movement and to give transit preferred 
treatment at intersections. 

Specifically, the establishment of exclusive bus lanes in rush hour 
flow direction along the following avenues and streets would enable 
D. C. Transit System to provide an express bus service between down- 
town Washington and the Maryland areas presently served by this 
company : 

Massachusetts Avenue 
Wisconsin Avenue 

M Street 

Connecticut Avenue 
16th Street 

Georgia Avenue 

7th Street 

New Hampshire—Sherman Avenue 
Michigan Avenue 
North Capitol Street 
Rhode Island Avenue 
Benning Road 

H Street 
Pennsylvania Avenue 
Nichols Avenue 

11th Street 

Further, I wish to reiterate the recommendation which I made 
during my testimony to the committee; namely, that all noncommer- 
cial vehicular traffic be excluded from the downtown Washington area 
during the rush hours, thereby making this area available ‘to exclu- 
sive use of public transportation. Without this, express buses would 
not be able to continue to do the job indefinitely, because the increased 
number of automobiles in the downtown area, resulting from the new 
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super highways radiating from the center of the city, would make 
downtown traffic congestion impossible. 

Regulations should also be adopted to restrict parking at all times 
on all thoroughfares, in all congested areas, and on all streets in the 
downtown Washington area. Regulations should be adopted and 
rigidly enforced which would restrict taxicabs from cruising on tran- 
sit routes and from stopping at designated bus stops. 

D.C. Transit believes that buses should be permitted to operate over 
all parkways, thereby making for the greatest utilization of these 
parkways. 

Because express bus service from the suburban areas is of necessity 
a one-trip operation in each direction, the burden of full tax cost for 
this type of service should be adjusted. In this respect, it is rec. »- 
mended that a “universal” license tax for use within the Greater Wash- 
ington area would eliminate this undue burden and would facilitate 
route extensions which are difficult to justify at the present time due 
to the requirement of purchasing both District of Columbia and Mary- 
land license tags. 

Express bus service would be greatly facilitated by D.C. Transit’s 
being permitted to operate its buses, which are 102 inches w ide in the 
State of Maryland, thereby eliminating the necessity of having the 
passengers transfer from these larger buses at terminals located at the 
District of Columbia-Maryland line. 

The establishment of larger fringe parking lots on all principal 
transit routes at points beyond the area of acute traffic congestion 
would greatly facilitate mass transit. 

Downtown off-street terminals capable of handling as many as 300 
transit vehicles per hour would be needed in the vic cinity of 7th and 
Pennsylvania Avenue, 9th and Pennsylvania Avenue, 11th and Penn- 
sylvania Avenue and 13th and Pennsylvania Avenue. In addition to 
the off-street terminals, attractive shelters at downtown, on-street load- 
ing platforms should also be provided. 


1. Improving transit’s competitive position 
What specific steps would you recommend in order to put the tran- 
sit companies in a fair competitive relation with travel by private 
automobile? What quantity and quality of service, at what fare, 
would you seek to provide, if the cost of auto travel were to be in- 


creased enough to give you a substantially greater patronage at any 
given fare level ? 


Reply 

We would suggest that the competing automobiles be charged a 
deficit compensating toll for the use of expressways or freeways and 
that the amounts collected therefrom be credited to the transit com- 
pany to the extent necessary to assure a 614 percent return prorated as 
to the competing lines. An equitable tax should also be imposed on 
parking lots and garages. Public liability and property damage in- 
surance should be made compulsory for all automobiles operating in 
the Washington metropolitan area. 

D.C. Transit System would propose the maximum possible waits 
ices of the finest quality with the greatest frequency possible at a 
fare comparable to the then current transit fares. 
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. Please furnish information on the growth of number of 
common stockholders in D.C. Transit over the past 3 or 4 
Years 
Reply 
Prior to May 26, 1959, the stock of D.C. Transit System Inc. (Del- 
aware) was wholly owned by its parent company, Transportation 
Corporation of America. On M: ay 26, 1959, the Class A stock of D.C. 
Transit System, Inc. (Delaware) was sold to the public and as of 


November 25, 1959, there were 1,300 common stockholders in the 
company. 


What is your estimate of the loss of patronage in the event 
that the fare raise from 20 to 2 25 cents is adopted. Does this 
reflect previous experience in Washington? 


Reply 
During the past several rate hearings before the District of Co- 
lumbia Public Utilities Commission, that Commission and the com- 
pany has agreed upon a patronage-resistance factor of one-third of 
| percent for each 1 percent increase in fare. 


Antoinette M. Arnold, pre sident and chairman of the board, W. V. 

M. Coach Co.. Inc., and Robert 7. Mitchell. executive vice pres- 

ident, A.B. & W. Transit Co. 
1. Express bus operations 

What modifications, if any, would you require in current regulatory 
and taxation arrangements, and other public policies, in order to 
operate express bus service on the radial freeways leading from the 
District of Columbia into Virginia, along the lines set forth in the 
transportation plan? What could be done to help you provide such 
service in the immediate future, without waiting for freeway con- 
struction or legislation? Specific information would be appreciated 
on such proposals as reserved lanes, downtown terminals, authority 
to operate on parkways, and so forth. 

Reply 

(a) Prohibit parking on major transit routes between the hours of 
7 a.m. and 7 p.m. and, where practicable, provide exclusive bus lanes 
on major transit routes during rush hours. 

(6) Strictly enforce “No parking,” “No stopping,” and “No Stop- 
ping or standing” of motor vehicles in the areas so designated. 

) Provide more stops in downtown Washington for the conven- 
lence ‘of passengers. These stops should be so established as to require 
a minimum walk by transit passengers. Present inconveniences are 

caused by a preference of parking space for private automobiles and 
failure to consider efficient and convenient transit operation. 

(7) Provide proper consideration to movement of buses while roads 
are under repair and construction. 

(e) Governmental authorities should give mass transportation com- 
panies immediate notification whenever they decide to release em- 
ployees at other than their regular time. Transit should be given 
reasonable notice so that facilities to handle these people can be 
provided. 
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(f) Improved and expanding routing for transit within the cen- 
tral area of the District of Columbia is essential to accord convenient 
service to Federal personnel centers. 

(7g) Adopt the compact legislation, House Joint Resolution 402, 
aa to the extent that it is identical to the legislation adopted by 
the State of Maryland and the Commonwealth of Virginia. The 
traffic and highway board contemplated by the compact ‘would pro- 
vide administrative machinery to solve many of the current transit 
problems. 

(h) Provide realistic staggering of work hours to minimize peak 
traffic conditions. Staggering of work hours will provide more street 
space for vehicles without additional construction. Staggering of 
work hours will permit existing transit facilities to accommodate 
more people more conveniently at reasonable fares. 

(i) Parkways wherever feasible should be available for transit 
operations. No additional or special taxes or license fees shall be 
imposed by the Secretary of the Interior for the use of parkways. 

(j) All restrictions should be lifted on bus passenger traffic moving 
on the parkways in the metropolitan area of the District of Columbia. 

(/) Enact into law H.R. 2322 which has the support of the Dis- 
trict of Columbia Commissioners and is designed to eliminate dis- 
crimination against the suburban operators in the Washington, D.C., 
area. 

. Improving transit’s competitive position 

What specific steps would you recommend in order to put the 
transit companies in a fair competitive relation with travel by private 
automobile? What quantity and quality of service, at what fare, 
would you seek to provide, if the cost of auto travel were to be 
increased enough to give you a substantially greater patronage at 
any given fare level? 

Reply 

(a) Indiscriminate establishment of free parking for Government 
employees by the various governmental agencies and departments has 
a definite adverse effect. upon transit patronage. This free parking 
results in a form of subsidy to the employee who elects to use his 
automobile and thereby encourages the use of the automobile when 
compared with the cost of using public transit. One of two alternate 
plans should replace the present discriminatory free parking privi- 
leges: 

1. (a) All Government parking, with the exception of “es- 
sential for business” parking to be charged for at a reasonable 
fee. 

2. (a) If free parking is to be continued, then the Government 
departments and agencies should provide free transit rides to an 
equal extent to eliminate the existing discrimination. 

“Auto domination” in the philosophy of regulation must be re- 
jected. Statistics establish that 1.4 persons occupy each motor vehicle 
operating across trans-Potomac bridges. With average seating of 
existing transit facilities at 42 persons per vehicle, a single vehicle 
would thusly provide seated accommodations for persons occupying 
30 private automobiles. The substantial reduction in private auto- 
mobile traffic would inure to the essential automobile user as well as to 
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the transit rider, Planning must not be tied to the willingness of the 
public to tax existing facilities by the utilization of private automo- 
biles. Planning, contrariw ise, should promote the attractiveness, con- 
venience, and efficiency of transit as an acceptable medium for rapid, 
comfortable, and convenient movements. 

Present and future highway planning should give due considera- 
tion to mass transit. 

(6) Fringe parking should be limited to outlying areas whereby 
people in sparsely settled communities can move in their automobiles 
to the location of frequent mass transit service. This system of fringe 
parking will decrease traffic congestion. 

(c) oe ide bus lanes on all express highways. 

(d) Taxes: Private enterprise should contribute to the cost of 
government to the extent of its ability to doso. 

1. (d) To the extent that the community desires and requests 
services that are noncompensatory, taxes should be waived in an 
amount sufficient to offset the losses sustained. 

2. (d) All taxes in the form of road licenses or special-privilege 
taxes assessed against transit should be eliminated. 

(e) A new traffic analysis should be made on a district basis and 
not a zone basis, as opposed to the zone basis reflected in the mass 
transportation plan. 

(f) E xisting transit companies can continue to render adequate, 
dependable transportation and expand their services at existing or 
comparable fares provided the recommendations herein submitted re- 
spectfully are adopted and enforced. 

Based on the evidence now made a part of the record in this pro- 
ceeding, the joint committee should make a recommendation against 
that part of the mass transportation plan that provides for the ulti- 
mate liquidation of the operation of privately owned mass transit 
companies. 

Transit by private enterprise must be recognized as an integral part 
of the community’seconomy. Private enterprise has invested | millions 
of dollars in services and facilities; it affords numerous positions; 
spends large sums of money, and represents a fundamental concept in 
our democratic government. We urge the adoption of this recom- 
mendation in order that the Vi irginia transit companies may continue 
to maintain their respective operations without being confronted with 
the threat of being destroyed or abolished. 


* * * * * * * 


The joint committee also received the following two letters after the 
hearings, relating to the many statements that had been offered in 
support of rail transit: 

Disrrict or CotumBiA Truckine AssocraTIon, INc., 
Washington, D.C., November 19, 1959. 
Hon. Atan Brerg, 
Chairman, Joint Committee on Washington Metropolitan Problems, 
Senate Office Building, Washington, D.C. 

Dear Senator Brats: We appreciate the opportunity to present our 
views on mass transportation in the Nation’s Capital and the area 
immediately surrounding it. The newspapers are full of statements 
about recommended systems for moving people. What system is best— 
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bus lanes, trolleys, monorail, subway, helicopter, automobile, etc.—we 
don’t profess to know. One thing we do know, stated briefly, is: “It is 
useless to plan to bring people into town unless they have good reason 
to be in town and they don’t have good reason unless all the things 
such as supplies, merchandise, food, coal, oil, drinks, paper, etc., 
needed to operate the businesses, stores, and Government offices located 
in the city are in town.” 

The District of Columbia Trucking Association represents more 
than 200 firms who operate more than 7,000 units engaged in the 
transportation of property in and around the District of Columbia 
area. Our members transport food, office supplies, store merchandise, 
oil, coal, refrigeration equipment, ‘telephone supplies, etc. In fact, 
trucks haul everything downtown except people. Without truck de- 
liveries, buildings couldn’t be heated in the winter or cooled in the 
summer, restaurants couldn't stay open without food, offices couldn’t 
operate without office supplies, s stores couldn’t remain in business with- 
out merchandise, communications would break down without tele- 
ee Government offices couldn’t operate without supplies, etc. ; in 
act, downtown Washington would become a “ghost town” if trucks 
couldn’t make deliveries freely and with reasonable ease. 

We haven’t heard of plans to improve truck deliveries nor have we 
heard of proposed action which will hamper deliveries but we under- 
stand that a spokesman for a large transit company suggested “con- 
trolling deliveries.” We don’t know what he means by “controlling.” 
Does that mean “restricting?” If deliv eries can’t be made promptly 
and efficiently, downtown Ww ashington is “in trouble.” We are already 
laboring under many restrictions; to name a few—trucks may not use 
Memorial Bridge; trucks may not use the Baltimore-Washington 
Parkway to the heavily populated and highly industrial sections of 
Landover, Cheverly, Riverdale, College Park, and other communities 
in that general area; trucks may use only one road through Rock 
Creek Park; trucks are restricted in the hours in which property may 
be taken into or out of Washington; plus many other restrictions not 
stated. If deliveries can’t be made during normal business hours, costs 
go up for all concerned, particularly for the consumer. Increased 
costs will chase businesses, stores, and consumers out of the District. 
We will cooperate in plans to move people but want to be able to 
transport property for them. 

We implore you, in your study of mass transportation, include the 
study of transportation of property. We fully support a program to 
efficiently transport people but think it necessary to adequately plan 
to transport property. Transporting people and property go hand in 
glove. Downtown without either is unthinkable and certainly 
undesirable. 

In our opinion, all plans for mass transportation, superhighways, 
beltways, circumferential highways, etc., should provide for truck 
usage for transporting of property "for the Gov ernment, businesses, 
and | people i in the Washington area. 

Your favorable consideration of our views is requested. We stand 
ready to discuss our views with you or any interested party if such 
discussion will be helpful to the Nation, the District, and its residents. 

Respectfully submitted. 

Swney R. Jonnston, 
President. 
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AMERICAN AUTOMOBILE ASSOCIATION, 
Washington, D.C., November 19, 1959. 
Hon. Aran Bree, 
U.S. Senate, Washington, D.C. 

Dear Senator Brats: While the American Automobile Association, 
through its District of Columbia division, had an opportunity to 
participate in your recent hearings on the mass transportation survey 
report for the ‘National C apital area, we are impelled, in the light of 
testimony g given by various witnesses before your committee, to request 
the priv ‘lege of filing this supplementary st atement. 

Furthermore, because these hearings were before a joint committee 
of the Senate and House of Represent: itives and several agencies of the 
Federal Government are directly involved, they assume national im- 
portance and have implications for other metropolitan areas. 

Upon reviewing the testimony, it becomes increasingly clear to us 
that the one certain way to isolate W ashington, D.C.—or any other 
city—from its surrounding territory is to accept the testimony of 
certain witnesses who appeared before your group. 

It clearly is evident that commercial and selfish interests took ad- 

vantage of the opportunity to appear before your committee to ex- 
ploit their own pet projects at the sacrifice of the public interest. 

It is apparent—to anyone who compares the theme of recent testi- 
mony with the actual recommendations of the official mass transporta- 
tion survey report, ordered by the Congress and approved by the 
National Capital Planning Commission and the National Regional 
Planning Council—that many witnesses before your group placed 
undue emphasis upon a so-called rapid transit system and deempha- 
sized the role of freeway development in the Washington metropolitan 
area. 

While an expansion of rail transit facilities may eventually be re- 
quired, the actual 1 pian g gives top priority to early expansion of free- 
ways. The timetable on page 6 of the published document states: 

“The quick completion of many miles of new freeways is needed to 
provide roadways for express buses, as well as to accommodate rapidly 
increasing numbers of private automobiles and trucks.” 

Witness after witness completely ignored the long-studied recom- 
mendations of the original program with which the AAA largely is 
in sympathy. These recommendations were one thing; testimony at 
the: ‘recent hearings took quite another tack. As a result, public 
opinion is confused and the controversies generated by certain com- 
mercial interests cloud the real intent of the basic transportation 
survey. 

The facts of this survey should speak for themselves and I would 
hope that your colleagues—and citizens at large—will review the re- 
cent testimony side by side with the original report and its recom- 
mendations as published and transmitted to President Eisenhower by 
the National Capital Planning Commission and the National Capital 
Regional Planning Council. 

It is unfortunate that so many witnesses lost sight of so much of 
the basic elements of this compr ehensive study. 

It is unfortunate, too, that the Bureau of the Budget injected itself 
into the subject as an oracle on metropolitan area transportation 
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problems.: Completely contrary to the recommendations of the trans- 
portation plan, the Bureau’ would give “highest priority to develop- 
ment of the proposed rail transit facilities” and would deemphasize 
“additional highways which tend to encourage automobile commut- 
ing.” Here the Bureau of the Budget joins forces with certain of the 
committee’s witnesses in the belief that rapid transit is a magic cure- 
all for our metropolitan transportation needs. This is a classic ex- 
ample of the misinterpretation made of the official recommendations. 

We fail to understand the position of the Bureau of the Budget in 
the light of the transportation plan’s evaluation of a hypothetical 


rapid transit service which appears on page 45 of the report, as 
follows: 


The Washington area does not provide the concentrations of residential de- 
velopment or downtown employment needed to justify an extensive rail system, 
with its large capital costs. It is true that a substantial proportion of regional 
employment is located in downtown Washington, but the downtown area is 
much larger than in most other large cities, and it cannot all be served directly 
by a small number of transit lines and stations. The suburban population is 
dispersed over wide areas at low densities, and there are few heavily populated 
corridors to provide the heavy passenger volumes necessary for economical 
operation, such as are to be found in other cities where settlement has followed 
rail lines or topography has channeled growth. The pattern of low-density 
development promises to continue, since most of the region’s residents prefer to 
live in suburban developments of single-family homes. Where development is 
at a low density, express transit service loses much of its time advantage over 
the private automobile, since most persons must spend a considerable amount 
of time in traveling to the transit stations. Another factor that limits the 
number of trips that can be attracted to express transit is the large proportivn of 
trips that do not begin or end in the downtown area; these cannot be served well 
by public transit. Traffic crossing the District line will triple by 1980, yet only 
25 percent of the traffic will have downtown destinations. For these reasons, 
even the introduction of extensive rail transit service would not eliminate the 
need for a greatly expanded highway network. 


Let it be kept constantly in mind that the program for the future 
of metropolitan Washington’s traffic pattern is based solidly-on ex- 
pressway construction as the No, 1 goal. Express buses and rapid 
rail transit. are foreseen as potential future possibilities. But the 
major message of the report is the essentiality of building highway 
and street facilities for automotive transport at the earliest possible 
moment. 

The need for free-flowing movement of people and goods by auto- 
mobile, bus, and truck cannot be overemphasized. This deserves and 
should be given the very highest priority. This conclusion is explicit 
or implicit on almost every page of the report. 

For example, the need for immediate and orderly development of a 
freeway system is pointed up in this statement which appears on page 
2, reviewing how the plan’s recommendations were arrived at: 

Automobile ownership will continue to increase, and the people of the Na- 
tional Capital region will rely more and more on the private automobile for 
most kinds of travel. This will be especially true of shopping, recreational and 
social trips, and trips to points outside the downtown area. More than 80 per- 


cent of the total regional travel will be in automobile even with the proposed 
transit system in operation. Truck traffic also will continue to increase. 


Then, on page 48: 


* * * The great bulk of the travel in the region will take place by automobile, 
no matter what kind of transit service is offered, and it will in any case be 
necessary to provide for the circulation of these fast-growing automobile traffic 
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volumes by building a widespread network of high-speed roadways serving all 
parts of the urban area. 

Even if the most modern and advanced rapid transit facilities which 
has yet been devised were to be provided the Washington metropoli- 
tan area tomorrow, it would now and in the foreseeable future take 
care of only a fraction of the area’s transportation requirements—and 
at an annual deficit of $16.1 million or more. 

America has become geared to individual transportation. In the 
modern metropolitan complex, mass transit is an essential for a cer- 
tain segment of the population. But the idea that mass transit can, 
in this day and age, take the place of private and individual move- 
ment is one of those archaic notions reflecting a holdover from the 
horse-and-buggy days. 

Naturally, those who are interested in mass transit would like to see 
motorists barred from downtown streets. They want governmental 
actions of one type or another which would practically force com- 
muters to use the mass transit systems. They want a protected mo- 
nopoly with a patronage assured by governmental action. To this, 
the motorists of America present a united front of opposition. At 
the same time, we oppose with all the resources at our command any 
attempt to divert highway funds, either directly or indirectly, for any 

urpose other than that of highway development. We shall at a later 
ae have a further statement concerning the financing problem. 

Let us establish forthwith the necessary machinery “to reserve or 
acquire rights-of-way for the new freeways and accelerate the pace of 
highway construction Prorat, as recommended in the transpor- 
tation plan. Delay will foster a chaotic situation. 

Your committee performed a vital service in focusing attention on 
our area’s transportation problems and we commend the National 
Capital Planning Commission, the National Capital Regional Plan- 
ning Council and the eminently qualified staff responsible for this far- 
seeing study. It is, however, to be regretted that commercial forces 
and some others have ignored so much of the transportation plan and, 
by undue emphasis on certain recommendations therein, created in the 


public mind a false impression of what the report actually 
recommends. 


Very truly yours, 
Russeurt E. Srncer; 
Executive Vice President. 
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IV. THE ROLE OF EXISTING TRANSPORTATION COM- 





PANIES IN THE FUTURE MASS TRANSPORTATION 
SYSTEM OF THE WASHINGTON METROPOLITAN 
REGION (EXCERPTS) 


The report from which the following excerpts are reproduced was 
prepared for this committee by a consultant, Arthur Lazarus. It 
analyzes the capabilities of the railroads and transit companies and 
recommends steps to make use of these capabilities. 


* * * 2 * = . 
I. RAIL COMMUTER SERVICES 


The Office of the Engineering Commissioner arranged a series of 
meetings with representatives of the railroads. This brought forth 
scateectoncnit suggestions and reactions from the respective rail- 
roads : 

(1) Southern Railway—lines of which end one-half mile south of 
Alexandria and continue on into the metropolitan area over other 
railroad rights-of-way. The railroad does not now handle commuter 
traffic on a regional basis and due to its sad experience of former 
years, has steered clear of operating passenger trains for local com- 
muter service. The lines, however, are in place, and are not used 
to their full capacity and the Southern Railway would certainly not 
turn its back on any proposition for use of its trackage as long as the 
road itself was not required to provide or operate commuter trains 
over its line. 

The Washington and Old Dominion Railroad, owned by the Chesa- 

eake & Ohio Railway Co., extends from Purcellville, Va., to the 

otomac yards in Alexandria. This railroad is a freight line with 
stations at Purcellville, Leesburg, Herndon, Vienna, Falls Church, 
and an interchange with R.F. & P. and Southern at Potomac Yards in 
Alexandria. 

Advice was given that the condition of the trackage and road bed 
is very poor, the railroad line having been constructed from old street- 
car tracks dating back to the late 1800’s. Consideration is being given 
to the rehabilitation of the line with heavier rail to provide a better 
line for the freight haul. Such, however, would not handle fast rail 
traffic for commuter service. 

The width of the line’s right-of-way is approximately 100 feet 
throughout its length. This would allow double tracking without 
the acquisition of additional right-of-way. Provision would also be 
required for signal equipment and gates at the large number of 
crossings. 

The attitude of the road’s management is reflected in the January 
8, 1960, letter by J. R. Carey III, superintendent to Lt. Col. H. O. 
Webb, Jr., Assistant Engineer Commissioner : 


The Washington & Old Dominion operates no passenger services and is not 
interested in itself operating such services, however, to the extent that its 
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present tracks and right-of-way could be utilized by a public authority for such 
purposes, it would be willing to negotiate for such use of its properties, such 
use to be nonexclusive of the conduct of its regular freight business. Any 
necessary improvements for the conduct of such passenger business to be 
defrayed by the expenditure of other than Washington & Old Dominion capital. 

tichmond, Fredericksburg & Potomac Railroad is willing to enter 
into discussions as to the possible use of its facilities in connection 
with commuter service as ila as it can be assured of a fair rate of 
return for the service provided. Sentiment was expressed favorable 
to the idea of a contract with a private firm or corporation to handle 
the commuter problems, with the railroads making available the use 
of their lines and providing the operating personnel. Inquiry was 
made whether the Seventh Street station could be put back in use. 

Discussions with the B. & QO. and the Pennsylvania on the part 
of the Engineering Commissioner developed thoughts with respect 
to an interconnecting subway loop and covered also were the poten- 
tialities for additional rail service. Hypothetical augmented sched- 
ules were submitted by the B. & O. and Pennsylvania. 

At the instigation of Commissioner Welling, the Baltimore & Ohio 
and the Pennsylvania made studies, based on estimated 1965 com- 
muter loads, as to the amount of additional commuter service the lines 
could handle. Indicative thereof, the Baltimore & Ohio submitted 
hypothetical schedules between Washington and College Park, Md., 
and between Rockville, Md., and Washington (tables 1 and 2). On 
the College Park run, 7 miles distant from Washington, 47 addi- 
tional trains are shown, established on a 15- to 20-minute headway. 
On the Rockville run, 16 miles distant from Washington, the possi- 
bility of adding 28 trains is fostered. Headways range from 15 to 25 
minutes. 


In connection with the additional commuter trains on the Washing- 
ton-Rockville run to be worked in with through trains, both freight 
and passenger, the caution expressed at the public hearings by C. E. 


Bertrand, general superintendent of transportation of the Baltimore 
& Ohio, is to be noted : 


However, there is a doubt that it could be worked right now with our present 
plant without possibly some delays due to the double track system and the 
peak-hour movements which would conflict with our regular through trains. It 
might mean additional track. It might mean signaling on the present tracks 


to accommodate them. 

Very little encouragement by the Baltimore & Ohio was given to 
use of the Georgetown subdivision, where two freight trains each way, 
Monday through Friday, Georgetown to Georgetown Junction, are 
accommodated. The note reads: “Georgetown subdivision main track 
occupied from 9:05 a.m. until 7:10 p.m. Only trains that could be 
added would be before 9 a.m. and after 7 p.m.” It is believed the 
capabilities of this subdivision for commuter service may justify closer 
scrutiny. 

Tables 3 through 6 show the trains presently operating and possible 
of operation on portions of the Pennsylvania during the morning and 
afternoon rush hours. These indicate a schedule of 26 trains for the 
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suburban service northward to Bowie and 66 trains southward to the 
Pentagon and Alexandria. The consent of the R.F. & P. would be 
necessary for utilization of track on the Alexandria route south of 
Long Bridge. 

It was pointed out that the proposed suburban service schedules 
could be adjusted depending upon the amount of service desired and 
the loads to be carried, as well as the through passenger and freight 
semis in effect at the time a public agency desires to contract for 
them. 

Table 7 gives the number of hypothetical suburban trains on the 
Pennsylvania hourly from 6 a.m. to 10 a.m. and 3 p.m. to 7 p.m. and 
the capacity in passengers, totaling 72,500 during the 8 peak hours. 
Such leypetetioel facilities, in the judgment of the Pennsylvania 
representative, are capable of carrying the peakloads anticipated for 
these particular segments of the Washington transportation system. 
Such capability should be checked with the ca ay for handling 
trains by the Union Station, if that facility is to be solely relied upon 
by the commuter service. 

In an interview with M. H. Lingenfelter, manager of Washington 
Terminal Co., the opinion was expressed that this terminal was only 
being used at 50 percent of capacity, that it could handle 65,000 pas- 
sengers per day, 6,000 at peak hours. Obviously, that is below peak- 
hour’ requirements of the Pennsylvania sample schedules, without tak- 
ing into consideration augmented schedules by the B. & O. and other 
railroads. This points to the inability of the Union Station to handle 
hypothetical commuter schedules, or.as an alternative, indicates the 
need of future major structural improvements to it. 
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TABLE 1.—Baltimore & Ohio RR.—Trains operating between Washington, D.C. 
and College Park, Md. 


MONDAY, AUG, 10, 1959 Additional peak trains 





West West East 


College , Col- Col- 
Park DC-QN lege lege 


JD2:36A 
4:51A 


> > > 


143 6:00A 
161 6:49A 
EX4589 7:04A 
171 7:18A 
NY97 7:30A 


151 8:04A 


21 9:01A 6 
EX6414 


PX3404 10:38A : 162 
163 11:38A 3 152 
153 12:44P ; 4 
EX615 1:24P : 172 
87 1:56P EX8014 
EX8014 1:39P 
Langdon 
173 2:30P RFP96 
oe |e 
3:32P - EX@I15 = 3:10P 
174 3 - a 
3:50 
JD4:23P 8 
4:46P 164 : 4:10P 
4:20P 
4:45P 


5:04P 218 22 5:16P 
4 5:30P 

5:50P 

6:09P PX3403 6:15P 


6:35P 

:09P 7:20P | JD7:17P 86 
:48P 8:05P 7:30P of 176 6:55P 
:26P 8:45P 8:03P : NY94 

9:30P 166 
:27P 10:45P 10:22P | JD10:31P | RFP9#4 

11:14P 11:21P N Y96 

11:30P 11:41P 144 


S85 seeeys 
PP PP PP 
Seusse 
>>> > 


SIs Seow 
POI NAHM NM 


Bees 
>> 


DW ATATAINIA DDN 
- 
o 


Bison ees 
Pe 





dt ee lh te es 


OP 
5P 
5P 
OP 
5P 
30P 
50P 
10P 
35P 
55P 


15P 
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TaBLe 2.—Baltimore € Ohio RR.—Trains operating between Rockville, Md., and 
Washington, D.C. 





MONDAY, AUG. 10, 1959 Additional peak trains 





Time East West East West 








Train Rockville | QN-D.C. QN-D.C. | Rockville} Train 





















Rock- D.C. | Rock- 
ville ville 
1A DOB 12:51A 1:17A 
EX6205 1:10A 1:30A 1:33A 1:55A | EX6705 
2A 
3A 
4A 4:07A 4:42A | Iist# 
5A 38 §:34A 6:00A 5:00A 
5:20A 5:00A | 5:35A 
6A 40 6:41A 7:10A 6:10A 5:30A | 6:05A 
2 6:55A 7:25A 
7A 10 7:14A 7:338A 7:45A 8:05A | 11 7:00A 6:00A | 6:35A 
8A 6 8:01A 8:23A 8:08A 8:34A | NY97 6:30A | 7:05A 
26 8:18A 8:35A 7:20A 7:00A | 7:35A 
7:50A 7:25A | 8:00A 
8:00A | 8:35A 
8:25A 
9A 9:30A 9:50A | 21 
10A 
11A 4 11:18A 11:37A 10:59A 11:18A | PX3404 
WEX4532 11:15A |SG11:42A 11:06A |8SG1:04P | EX6418 
12N 12:57P 1:04P | EX9035 
Univer- 
sity 
1P 96 1:40P 2:06P 1:45P| 2:05P] 9 
2P EX9035 2:10P 2:30P| SG2:05P 2:24P| WEX4532 
University 
EX6705 1:00P 2:39P 
3P 8 3:10P 3:33P 3:20P| 3: 3:00P| 3:35P 
3:45P 4:15P)| 39 3:50P| 4:2 3:30P}| 4:05P 
4P 22 4:44P 5:00P 4:15P 4:35P| 25 4:20P : 4:00P| 4:30P 
4:30P 4:50P) 5 4:55P} 5: 4:20P| 4:45P 
4:37 4:57P) EX4566 
5P 5:05P 6:35P) 37 5:30P| 6: 5:30P}| 6:05P 
PX3403 5:49P 6:03P 
6P 6:30P 6:50P) 1 6:00P} 6:: 6:00P| 6:35P 
6:30P] 7: 6:20P| 6:45P 
7P Ow 7:42P 8:03P 
8P 8:30P 8:51P| 17 
EX4636 8G8:20P 9:21P 
9P RFP94 9:19P 9:39P 
EX6419 9:28P 9:48P 
32 9:36P 10:07P} 9:05P 9:25P| 3 
9:51P 10:09P| EX6421 
10P 12 10:50P} 11:10P 
11P N Y96 10:54P} 11:14P 11:15P 11:35P| 7 
12MN | DO96 12:13A} 12:32A 
i | 
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TABLE 3.—Use of Pennsylvania RR. facilities to provide Washington metropolitan 
area suburban services’ between Washington and Bowie (15.3 miles), out- 
bound evening rush hours, Monday-Friday 


Schedule of present service 2 Sample schedule of possible 
suburban service 3 
Train No. ae 
Leave Pass Pass Leave Leave Arrive 
Washington} Landover Bowie |Washington| Landover Bowie 


(2) (3) (4) (5) (6) (7) 


tk drinneschenenscuhconcendl 3:00P 3:09P 





PR ictiAnccincake: 4:00 4:09 


ae 


4:40 


one 


5:05 
5:25 
5:35 
5:45 


borer OT 


6:05 
6:20 
6:35 
etc. 





1 For area served by facilities of Pennsylvania RR., with services to be operated under contract by rail- 
road for Distriet government or other public agency. 

2 Timetable effective Oct. 25, 1959; eastern standard time. 

3 Schedules subject to variable headways as determined by public agency contracting for services, and 
conditional, as to details. upon final agreement made with railroad company. Running times shown 
assume stops at present intermediate stations and are subject to number and type of stations, equipment, 
loadings, etc. 


TABLE 4.—Use of Pennsylvania RR. facilities to provide Washington metropolitam 
arca suburban services' between Bowie and Washington (15.3 miles), inbound 
morning rush hours, Monday-Friday 


Schedule of present service 2 Sample schedule of possible 
suburban service 3 


Pass Pass Pass Leave | Leave Arrive 
Bowie Land- Wash- Bowie Land- Wash- 
over ington over ington 


(3) (4) (6) 


5:00A] 


“J e)] °)] °] 


8:4! 
9:05 


Ete. 




















| 


1 For area served by facilities of Pennsylvania RR. with services to be operated under contract by rail- 
road for District government or other public agency. 

2 Timetable effective Oct. 25, 1959; eastern st indard time. 

3 Schedules subject to variable headways as determined by public agency contracting for services, and 
conditional, as to details, upon final agreement made with railroad company. Running times shown 
assume stops at present intermediate stations and are subject to number and type of stations, equipment, 
loadings, etc. 

4 Stops only at Bowie and Seabrook. 
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TasBrLe 5.—Use of Pennsylvania RR. facilities to provide Washington metropolitan 
area suburban services* Alexwandria-Pentagon-Washington,? morning rush 
hours, Monday-Friday 





Inbound (north) Outbound (south) 





Present service Sample Present service 
subur ban 


Sample 
suburban 








Arrive Arrive Leave 
Train No. Wash- Wash- Wash- 
ington ington ington 
(1) (2) (3) (6) 
5:05A 
PRO aS cniscacacadpiaadineln 6:05A “ 5:30A 
. 6: 
NE sh cccastdinbsiccmdasie 6:15 Besta Cireigh®) . ....cnccncecces 
PE =o beebatacdnacdoddion 6:20 6:00 
Get PIR i di cncadesctaacias 6:25 6:30 
6:30 6:45 
Re iit tcinrinindbicianiibicine 6:45 7:00 
6:50 7:15 
7:10 7:30 
re Cease 
Oise k ccpantchsdingdinaee 7:25 7:45 
7:30 OI TI cdncninastiemnbannd 
7:45 8:05 
tS Eee ee 7:50 8:15 
ne Re es 7:55 8:25 
8:00 8:35 
8:10 Extra (freight). ............... 
8:20 8:50 
8:30 9:05 
8:40 Pp cshicndsiinaiiainnabaghel 
BP-2 (freight) _................ 9:20 
9:00 : SE hen sineiemnennand 
9:15 9:35 
Pig Se Se ae 9:20 9:50 
9:30 
9:45 Ete. 
Ete. 





1 For area served by facilities of Pennsylvania RR., with services to be operated under contract by rail- 
road for District government or other public agency. 

2 South end Long Bridge to Washington Union Station, 3.5 miles. present running time 10 to 11 minutes; 
south of south end track is owned and operated by R. F. & P. with whom contracts would have to be made if 
operation would be desired over any portion of the railroad south of south end. 

3 Freight trains do not operate via Union Station; time passing Virginia tower at junction of Ist St. and 
Virginia Ave. routes is shown. 
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TaBLe 6—Use of Pennsylvania RR. facilities to provide Washington metropolitan 


area suburban services * Alewandria-Pentagon-Washington, evening rush hours, 
Monday-Friday 


Inbound (north) Outbound (south) 


Present service * Sample Present service * Sample 
suburban suburban 


Arrive Arrive Leave Leave 
Wash- Wash- Wash- Wash- 
ington ington ington ington 


&Sas 


Southern 217.....-. 


258 


C. & O. 204....-- 


aR 
a 
a 


PE-3 (freight) _----- J 


OPED SESr fF Pee 
Ssssé S8Ss 


Southern 236 RFP 77.-.-- , pedvehnoe 6:15 


. 


Soweeete B07 tas. ..5..-.----; 6:40 
RFP 376 


: 


7:05 
Etc. 


Wy we Seeeere oF 
S8 8& &Soass8 


1 For area served by facilities of Pennsylvania RR., with services to be operated under contract by rail- 
road for District government or other public agency. 

2 South end Long Bridge to Washington Union Station, 3.5 miles; present running time, 10 to 11 minutes; 
south of south end track is owned and operated by R.F. & P. with whom contracts would have to be made 
if operation would be desired over any portion of the railroad south of south end. 

3 Timetable effective Oct. 25, 1959; eastern standard time. 

‘ Freight trains do not operate via Union Station; time passing Virginia tower at junction of Ist St. 
and Virginia Ave, routes is shown. 
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TaBLe 7.—Washington metropolitan area suburban service—Capacities of Penn- 
sylwania RR. facilities related to peak rush hour loads* 


CAPACITY IN SUBURBAN TRAINS 


Bowie route (1,200 per Pentagon-Alexandria route (8,700 per hour) 
hour) (a.m., south- 


ward; p.m., north- 





Between hours of— ward) Northward Southward 
Sample Maxi- Maxi- 
schedule mum 2 mum 2 
(1) (4) (5) (7) 
Lk ye” eee oo 2 12 3 6 3 12 
PONG Ce Cll xcechncecacncane 3 10 3 9 4 10 
Gaia 06S GR... neck nndktdecs 40 50 5 10 5 9 
SE Te We OE ccenctsnnesces 3 12 4 ll 4 10 
SOS! UG PE. é Li enedenez 2 10 4 12 4 10 
4 p.m. to6 p.m.............-. 4 3 5 y 4 ll 
OM, BO Ol a cccnen duncan 4 10 3 10 5 11 
6 p.m to7 p.m__..---..--.-... 4 6 3 ll 4 10 
CAPACITY IN PASSENGERS? 
GOW, SOT MR serccnindeeh 2, 500 15, 000 3, 750 7, 500 3, 750 15, 000 
7 Ott, 068 Gite nce ccedsccds 3, 750 12, 500 3, 750 11, 250 5, 000 12. 500 
SOP, SO aiticcnscoshess 5, 000 12, 500 6, 250 12, 500 6, 250 11, 250 
jt eS Se eee 3, 750 15, 000 5, 000 13, 750 5, 000 12, 500 
3 p.m. to4 pam 2..-----...- 2, 500 12, 500 5, 000 15, 000 5, 000 12, 500 
GOA. DO Bills 46 oceancnseace 5, 000 10, 000 6, 250 11, 250 5, 000 18, 750 
5 p.m. to6 p.m-_.--.......... 5, 000 12, 000 6, 25€ 12, 500 7, 50C 13, 750 
© DU SOF. BU. ancccccccdece 5, 000 10, 000 3, 750 13, 75 5, 000 12, 500 


1 Estimates of peak rush hour loads based upon data from Washington mass transportation survey. 

Volume estimates: Washington-Bowie route, 1,200 per hour, Pentagon-Alexandria route, 8,700 per hovr. 

1 2 osteo number of suburban trains which could be operated within 1-hour period at 5-minute 
headways. 


3 Based upon 10-car trains with 125 seats per car, similar to present Pennsylvania RR. class MP&85E stain- 
ess steel, air-conditioned multiple unit electric coaches. 


There may be merit to the proposition once put forward that the 
railroads (B. & O. and Pennsylvania) would be willing to give the 
Union Station, with a net book value of $25 million, to the Govern- 
ment, provided future use of the facility was assured to them. With 
the lifting of the tax burden, some $450,000, charges established which 
are now relatively high (about $15 for each locomotive and coach 
entering the station, and an equivalent charge on departure, plus an 
approximately like impost when trains are consigned to the yard), 
could be substantially reduced. Existing fees may be onerous for a 
suburban commuter service. The terminal has admirable yard stor- 
age facilities of a kind which will be needed if the mass transporta- 
tion system comes into being. 

Accessibility to point of boarding and of destination is an important 
factor in determining the choice by commuters of a mode of transpor- 
tation. ‘The map opposite page 18 indicates that specimen rail sta- 
tions have the benefit of a variety of highways leading to them and 
that. they are not under a handicap of remoteness or of difficult access. 
The situation of the Union Station with respect to desired destination 
is, however, not appealing. The Sexton report shows only 25 per- 
cent of rail commuters walking to their destination and 75 percent 
traveling thereto by transit, taxi, or other means. While other fac- 
tors may be determining, a possible further indication of the effect 
of the inconvenient location of Union Station may lie in the tabula- 
tion produced in the Sexton report showing bus commuters from 
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Berwyn-College Park 11 times as numerous as those using rail; 3 
times as numerous from Laurel, 23 times as numerous from Lanham- 
Seabrook-Glendale area. 

In an opinion expressed to us by the manager of Union Station 
this station should not be regarded as a terminus of the rail com- 
muter lines, but just as one stop, with standardized coaches enabled 
to proceed onward. The railroad representatives at the November 
12, 1959, meeting with the Engineering Commissioner felt that the 
subway should be constructed in the form of a loop and connected 
by interchange at the Union Station, so that commuter trains arriv- 
ing at the station could proceed through the subway loop to the down- 
town destinations of the passengers. The ultimate development of the 
transportation plan should encompass a subway system interconnected 
with the rail system. A development of this nature would contra- 
vene the limitation of Union Station. The feasibility of such a loop, 
interconnecting at least the Union Station, the Pennsylvania, B. & O., 
and R.F. & P. lines with a spur to the Pentagon, functioning as a 
centralized distribution point for the Virginia buslines is a logical 
project for study by the Federal Corporation. The rapid transit 
layout of the mass transportation survey is not necessarily the ulti- 
mate response to travel needs. 

A very important consideration in stimulating rail commuter pa- 
tronage, is the kind of contractual relation to be entered into by the 
Federal Corporation with the railroads and the selection of trial proj- 
ects. A measure of guidance is provided by so-called Operation 
Northwest tried out in Philadelphia. It must not be assumed, how- 
ever, that an on-all-fours agreement can be negotiated for the Wash- 
ington metropolitan ares 

* * * * * * * 


There is sufficient indication that the existing rail lines, if so de- 
sired, can make a significant contribution to a balanced transporta- 
tion plan for the Washington metropolitan area, but none of the 
proponents take the narrow view that the enhanced use of such fa- 
cilities will eliminate the need of rail rapid transit by median strip 
and subway. Rather the idea is for existing rails to tie in with the 
rail rapid transit complex. Chicago, Philadelphia, and New York 
possess extensively used rail commuter services but such hardly pre- 
empt the place of rapid rail systems. At present commuter rail us- 
age, eliminating the Baltimore-Washington run, which is beyond the 
area of the Washington mass transportation survey study, is minor 
in character. Were it multiplied 10 times, it would still not absorb 
the projected central business district rush hour travel. The cost 
of rail rapid transit development staggers officials who share respon- 
sibility for the government of affected cities and counties, but it is 
an unavoidable cost and vastly less than the more rapidly swallowed 
sums needed for new highways. Rail rapid transit requires rela- 
tively a long period for planning and design, and rights-of-way must 
be arranged for. It is recommended that these essential actions be 
pursued forthwith by the Federal C orporation and not delayed by a 
legitimate and praiseworthy interest in augmenting the use of existing 
commuter rail facilities. 
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Il. LOCAL TRANSIT FACILITIES 


The existing transit companies are going concerns. They are 
healthy organizations in an otherwise generally troubled indiaitey: 
The D.C. Transit Co. with respect to the District of Columbia has 
long since attained present dimensions, with opportunities for future 
expansion of operations in nearby Maryland, as its management and 
the Maryland communities and regulatory authorities converge on a 
program. The Virginia bus companies, the A.B. & W. Transit and 
W.V.M. Coach Co., have about doubled their operating route miles in 
the past 20 years to provide service in the erupting high density areas 
of Alexandria, Falls Church, and Arlington C ounty, ‘and to some ex- 
tent over into Fairfax. An important service is also given between 
downtown Washington and governmental institutions in ee 

* + * * tk * 


According to table X XVI of the traffic engineering study of the 
mass transportation survey local transit under the so-called een: 
transportation plan would lose by 1980 75 percent of the 1955 trips 
made thereby to the central business district during a one-way morn- 
ing peak hour, and a like percentage to this destination during the 
entire 24 hours, and 45 percent of all trips in the metropolitan area 
during 24 hours. The $25 million industry could not survive the loss 
unaided. 

It is impossible to foresee all likely contingencies, but it will ap- 
pear that the Federal Corporation could assist in a number of ways: 

1. Facilitate the transfer of operating rights to local transit 
companies as they manifest interest in the newly established ex- 
press bus routes. 

2. Underwrite losses on such, prior to the time existing transit 
companies are prepared to assume full financial re sponsibility. 

3. Work out with existing transit entities a viable formula for 
the operation of required feeder bus lines. 

4. Compensate transit companies for losses experienced on 
existing routes paralleling rail rapid transit. 

5. Provide for operation of rail rapid transit on an equitable 
basis, guaranteeing against loss and assuring a reasonable return 
for services and investment. 

6. Modifying and scheduling expansion and construction, 
oe possible, to contain losses by transit companies. 

Consultant sees no need of the merging of existing transit 
facilition, particularly in view of the virtual self-contained nature 
of the bus service in Virginia but he does feel that the Federal 
Corporation can play an important part in coordinating all three 
transit operations. 

8. As an immediate step and as an impartial body, the Federal 
Corporation will be int a good position to work toward obtaining 
the traffic improvements, for which existing transit companies 
unavailingly plead. 

It seems clear that the Federal Corporation as a regional transpor- 
tation agency can be an instrumentality of transcendent importance 


to the transit companies and to the existing area railroads, as well as 
to the communities to be served. 


O 





